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DIESEL RAILWAY TRACTION 


1 Supplement illustrating and describing developments 
Diesel Railway Traction is presented with every copy 
f this week’s tssue 








Europe in Arms 
‘HE past week has been overshadowed by the risk of 
imminent and widespread war affecting practically 
very country in Europe and less directly the whole of 
the world. As we close for press the position remains that 
there is still the possibility of maintaining peace, the 
eneral desire for which abundantly justifies the view that 
var is not inevitable until it begins. Should such a catas- 
trophe descend upon the world, there is no doubt that all 
iorms of transport would immediately become as vital to 
he prosecution of the conflict—both offensive and defen- 
sive—as they are to the existence in peace of any modern 
civilised community. This being so, transport services 
1ave necessarily been affected more considerably than any 
ther form of ordinary activity by the ‘‘ national prepared- 
ness '’ arrangements that every European country has so 
well in hand. International services have been severely 
nterrupted, though without causing widespread inconveni- 
ence, as such interruption has coincided with the diminu- 
tion almost to disappearing point of the desire and need to 
travel on many such routes. Internal transport services 
in various countries have been affected with different inten- 
sity according to the suddenness and extent of the demands 
which have been made upon them. On page 334 we have 
collated the principal items of news which have come into 


our possession relating to alterations and suspensions in 
European transit services. 
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The Government and the Railways 

Control of British railways by the Government is pro- 
vided for by Regulation No. 69 of the Defence Regulations 
issued in pursuance of the Emergency Powers (Defence) 
Act, 1939, which received the Royal-Assent on August 
24. This regulation lays down that 

The Ministry of Transport may by order take control of 
such railway undertakings as may be specified in the order; 
and an order made under this regulation in relation to any 
railway undertaking shall operate as a requirement— 

(a) that any property from time to time held by the 
undertakers for the purposes of the undertaking (other than 
currency, gold, securities, or negotiable instruments) shall 
be placed at the disposal of the Minister in accordance with 
any directions which may be given by him or on his behalf 
while the order is in force; and (b) that the undertaking 
shall be carried on in accordance with any directions which 
may be so given while the order is in force. 

It is interesting to compare the wording of this regula- 
tion with that of Section 16 of the Regulation of the 
Forces Act, 1871, in pursuance of which control of the 
railways of Great Britain was taken over by Order in 
Council on August 4, 1914. That section provided that 

‘When her Majesty, by order in Council declares that an 
emergency has arisen in which it is expedient for the 
public service that her Majesty’s Government shall have 
control over the railroads in the United Kingdom, or any 
of them, the Secretary of State may, by warrant under 
his hand, empower any person or persons named in such 
warrant to take possession in the name or on behalf of her 
Majesty of any railroad in the United Kingdom, and of 
the plant belonging thereto.’’ 
** * * * 
The Week’s Traffics 

For the past week the four main-line companies secured 
an increase of £368,000 in receipts compared with the 
34th week in 1938, following one of £388,000 in the 
previous week when passenger tratfics were particularly 
heavy. Total earnings of the four companies to date 
amount to £107,055,000, an increase of £2,620,000. 





34th Week Year to date 
MN ps Rani es; 
Pass., &c. Goods, &c. Coal, a Total Inc. or Dec. 
£ %_ 
L.M.S.R. - - 6,000 + 98,000 + 42,000 +134,000 984,000 + 2 
L.N.E.R. aa + 14,000 89,000 29,000 +132,000 + 701,000 + 2°% 
G.W.R. a 23,000 53,000 - + 76,000 + 750,000 + 4- 
S.R. 18,000 6 5000 2,000 + 26 ‘000 + 185,000 +1 





Tre fics of 1939 are compared with those of 1937 in the 
following table :— 


34th Week Year to date 
— 





Pass., &c. Goods, &c. Coal, &c. Total Inc, or Dec. 
% 


LMS.R. ..  — 11,000 + 14,000 + 22,000 + 25,000 — 359,000 — 0:83 
L.N.E.R. .. 12,000 + 54,000 — 18,000 + 48,000 — 404,000 — 1-28 
G.W.R. + 7,000 10,000 — 6,000 + 11,000 + 116,000 + 0-64 
S.R. oe + 19,000 — 2,500 3,500 + 20,000 + 81,000 + 0°56 
In comparison with 1937, traffics for the 34 weeks of 


1939 show decreases of £277,000 on the passenger side 
and of £843,500 in merchandise, but an increase of 
£554,500 in coal class receipts. 

* * * * 


Mr. G. V. O. Bulkeley 


Mr. G. V. O. Bulkeley’s retirement this month from 
the post of Director of Transport in Nigeria, which he 
has held since 1936, will be an even more notable occasion 
for good wishes and widespread recognition of his ser- 
vices to transport than is usual when an eminent admini- 
strator relinquishes a high public office. Mr. Bulkeley’s 
career, as will be seen from our biographical notice on 
page 327, has been as varied in environment as in ex- 
perience. The Far East, Canada, and Africa have claimed 
him at different times, yet he might well have made him- 
self a high reputation in this country alone, having served 
on the personal staff of the General Manager of the Great 
Western Railway. To embark upon a career with the 
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G.W.R. was natural for a relative of a former Great 
Western Director—Captain Thomas Bulkeley—and as 
has happened on other occasions an apprenticeship 


in the locomotive works at Swindon was to lead to ad- 
ministrative positions with that company, and then with 
systems overseas. Mr. Bulkeley has also placed his wide 
experience at the disposal of all railwaymen in his books 
on ‘‘ Mechanical Appliances for Handling Freight Traffic,”’ 
and ‘‘ Railway and Seaport Freight Movements ’’; and 
has made valued contributions to our own pages. 
* * * * 


Three Months’ Passenger Traffics 


Passenger train results for the first three months of 1939 
on railways other than those of London Transport are 
shown by the recently-issued Ministry of Transport 
statistics for March to be £13,994,288, a decrease of 
£205,760 or 1-45 per cent. in comparison with the first 
quarter of 1938. In the receipts of £8,736,604 from 
passengers, excluding season ticket holders, there was 
a decrease of £103,881 or 1:18 per cent. In the number 
of passengers, who were altogether 182,555,322, there was 
a net decrease of 6,351,010 or 3:36 per cent. First class 


ordinary receipts for the three months amounted to 
£875,942, a decrease of £15,985 or 1:79 per cent., 
although in the first class numbers of 3,263,241 the de- 
crease was as much as 174,410 or 5-07 per cent. Second 
class receipts for the quarter on the L.N.E.R. were 
£68,103, an increase of £10,522, and on the Southern 
were £123,430, an increase of £3,465. A decline of 
6,863,575 or 5-60 per cent. is shown in the number 


(115,650,145) of third class ordinary passengers, and the 
third class ordinary receipts of £6,635,105 were lower 
by £121,522 or 1-80 per cent. 

* * a * 


Northern Ireland Transport 

Several attempts have been made to organise trans- 
port in Northern Ireland in such a way as to reconcile the 
various interests but so far with no conclusive results. The 
Transport Board formed under the Act of 1935 has failed 
to maintain an economic equilibrium and the railways 
forming part of the organisation are suffering grave losses. 
These conditions gave rise to the enquiry by the Recorder 
of Belfast, His Honour Herbert M. Thompson, K.C., and 
later, to the formation last year of the committee under 
Sir William McClintock. As a result of the report of this 
committee, the Government of Northern Ireland decided, 
in December, 1938, to set up a joint select committee 
whose report has just been issued. The main recommen- 
dation of the select committee, whose conclusions are sum- 
marised on page 331 of this issue, is that the general over- 
sight of transport should be a function of the Government. 
It is recommended that a Minister should be appointed 
directly responsible to Parliament, with a special depart- 
ment, a transport adviser, and a consultative committee 
representative of the public interest. A definite policy 
must be decided by the Government if the situation is to 
be saved and public transport placed on a sound financial 


basis. ‘‘ The truth is,’’ adds the report, “‘ that the real 
issue now is the issue between public and_ private 
transport.’’ 

* * * * 


History of Calder River Bridge 


The Doncaster—Leeds main line of the London & North 
Eastern Railway crosses the River Calder just outside 
Wakefield by a bridge of unusual interest, especially as 
its cast iron multiple ribbed skew arch span has recently 
been rebuilt in steel. As the structure now replaced was 
built in 1865, it was in use under steadily increasing weight 
of traffic for 73 years, and latterly had to carry the famous 


THE RAILWAY GAZETTE 


September 1, 1939 


West Riding Limited expresses, though a speed restrictioy 
was enforced. The designers went out of their way ¢ 


l 
) 


produce a bridge of handsome appearance, and a special 


feature was the four twin pilasters, one of which is 
scribed with the names of the original engineers 
architect, ‘‘ John Fowler, John Fraser, Engineers, and | 
B. Fraser, Architect.’’ The name of the contractor 
also inscribed but has become obliterated. On a p:; 
in the parapet at the middle of the bridge was the « 


of arms of the former joint owners of the West Riding & 


Grimsby Railway, namely, the Great Northern and 
Manchester, Sheffield & Lincolnshire Railways. A deta: 
description of both old and new bridges and of the met 
of reconstruction will be found on page 321. 

* * * * 


Doubling a G.W.R. Link Line 

The recent widening of the 44-mile section of 
G.W.R. between Hatton and Bearley, which we desc: 
briefly on page 332, completes the doubling of what 
often called the Hatton—Stratford branch. This be: 
life as a separate undertaking called the Stratford 
Avon Railway, which was incorporated on August 
1857, and was opened as a single-track mixed-gauge | 
on October 10, 1860. At Hatton it joined the Birmi: 
ham & Oxford Junction line of the G.W.R., which h 
been opened in 1852, and at Stratford it adjoined 
standard-gauge Honeybourne—Stratford branch of 
Oxford, Worcester & Wolverhampton Railway, that h 
been opened in July, 1859. In 1861 the two were link 
at Stratford, and from January 1, 1863, all regular trai 
on the Stratford-on-Avon Railway were run on tf 
standard gauge. This railway was absorbed by t 
G.W.R. in 1883; previously, in 1878 it had become t 
joint owner with the G.W.R. of the Alcester Railw 
(formed in 1872 and opened four years later from Bearley 
junction to a junction at Alcester with the Midland Rai 
way). With the formation in 1894 of the Birmingham 
North Warwickshire & Stratford-on-Avon Railway (sin 
1900 G.W.R. property), a part of the earlier line assum: 
a new importance. Between Stratford and Bearley We: 
junction, it formed a section of the new through rout 
in connection with which the Honeybourne—Stratford an 
Stratford—Bearley sections were doubled. This new lin 
to Birmingham was opened for goods traffic on Decemb« 
9, 1907, and for passengers on July 1, 1908. 

* * * * 

The Fastest Trains in the World 

In these days of rapidly advancing railway speeds th 
‘blue riband ’’ cannot be held by any individual trai: 
for long at a stretch, apart from constant acceleratior 
The westbound Fliegende K6lner of the German Stati 
Railway has now handed over the title to the eastbound 


express, which by its booking of 79 min. over thi 
109-6 miles from Hamm to Hanover must maintain a 


start-to-stop average of 83-2 m.p.h., so beating by a neck 
the same train’s westbound run over the 157°8 miles from 
3erlin (Zoo) to Hanover in 114 min., at 83-1 m.p.h. Thi 
latter is succeeded by a run in 80 min. from Hanover to 
Hamm, at 82-2 m.p.h., and these are among several 
runs scheduled at over 80 m.p.h. Similarly, an accelera 
tion by a minute of the Sparta to Portage run of the east- 
bound morning Hiawatha, of the Chicago, Milwaukee, 
St. Paul & Pacific RR., brings the time down to 62 min. 
for the 78:3 miles, and requires a start-to-stop speed of 
75°8 m.p.h., which is now the fastest in the world with 
steam power. This restores to the Milwaukee a title tem- 
porarily yielded to the Belgian State Railways, whose 
new Brussels—Ostend flyers are booked at 75:3 m.p.h. 
between Brussels and Bruges; actually the latter have 
only claimed the ‘‘ blue riband ’’ for a single month. 
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New Aircraft on the Jersey Route 
judging by holiday conversations, the flight from 


London or Southampton to the Channel Islands is a 
favourite introduction to wider air travel, having the 
advantages of avoiding a sea crossing with an evil reputa- 
tion and sounding less formidable than the trip to Paris. 
In the past Jersey Airways Limited—associated with the 
Great Western and Southern Railways—has built up. a 


la patronage with a fleet of D.H. “‘ 86 ’’ four-engined 
ift similar to those of Railway Air Services on the 


London—Scotland route. This summer the company has 
been the first to place in commercial service a new de 
Havilland design, the twin-engined D.H. ‘‘ Flamingo ”’ 
monoplane. One of these was brought into service jointly 


by Jersey Airways Limited and Guernsey Airways Limited 
n July 15, and it is just announced that Jersey Airways 
has ordered three more of the same type, one of which 
ild be put into traffic this month. In flight, the wheels 
of the Flamingo are retracted into the underside of the 
nacelles which house the engines, and the machine cruises 

iearly 200 m.p.h. The first ‘‘ Flamingo ’’ on the line 


seited 12 passengers in adjustable armchairs, but more 
accommodation will be provided in forthcoming examples. 
* * * * 


An Alpine Cable Railway Project 

(he proposal to build a passenger cableway from 
Ritfelberg station, on the rack-and-pinion Zermatt— 
Gornergrat railway in Switzerland, to Gandegg—across the 

eat Gorner Glacier and 1,230 ft. higher—has aroused 
considerable and quite unjustifiable excitement amongst 
Alpinists and others. The opposition to the project, on 
which we first commented in our issue of March 24 this 
year, is based on the false assumptions that the line will 
be a blot on the view from Gornergrat. In point of fact 

vill be barely visible from that eminence and even then 
only at a distance; from Riffelalp and Zermatt, it will not 
be seen at all. The proposed cableway will make the snow- 
fields on the mountain range running from the Matterhorn 

the Breithorn and Monte Rosa as accessible from 
Zermatt as from the Italian village of Cervinia, the start- 

point of several cable lines running to the southern 
slopes of the same range. Nearly 4,000 yd. long, the Swiss 
line would be supported by only four pylons, two on each 
side of the Boden Glacier—the lower end of the Gorner 
Glacier—which would be crossed in a single span of 
1,110 yd., the cables rising from 600 to 1,000 ft. above 
the ice. From Gandegg the journey to the snowfields 
would be completed by funicular sleigh. 

* * * * 

‘An Extraordinarily Unlucky Mischance ’’ 

In the above words Lt.-Colonel A. H. L. Mount des- 
ribes the circumstances of the accident at Crewe, 
L.M.S.R., on March 19 last, when, through a misunder- 
standing between traffic staff and signalman, a shunt move- 
ment was turned into a siding and struck a coach standing 

ul in the adjacent siding and occupied by a theatrical 
irty. His report appears in summary on page 330. Such 
ccidents as these raise from time to time the old contro- 
versy about route indications at shunt signals. Those who 
dvocate giving no route indications seek to secure safety 

the general rule that shunt movements must take place 

t such a speed and in such a manner that they can always 

be pulled up short of even an unexpected obstruction. 
lo comply with this idea a driver would almost always 
ive to drive very slowly, but especially at night when 

the position of points cannot be seen, for there must 
lways be the possibility that a mistake has been made 

nd a wrong route set up. Assuming it to be desirable, 

rapid shunting is not possible with the 2-aspect signals 
f this system unless some risk is run. In the present 
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case the driver thought he had quite a distance to go along 
a straight, clear track, and was then taken unawares. 
Route indications, however given, are intended to sur- 
mount the difficulty—and can usually do so—but even 
with them mishaps have occurred, since they do not of 
themselves show whether or not the line ahead is occu- 
pied. The Scandinavian countries have for some time 
adopted the 3-aspect position-light shunt signal, and they 
govern all movements within interlocking limits by it, 
from junction point, to junction point. Directly one show- 
ing the 45-deg. position is seen the driver knows there is 
an obstruction beyond. It is held in Scandinavia that this 
system greatly facilitates expeditious shunting. The 
3-aspect shunt signal system has, however, now dis- 
appeared from the only British station that was ever so 
fitted. 


* * * * 


Cylinder Performance at High Speeds 


A sub-committee reporting under the auspices of the 
Mechanical Division of the Association of American Rail- 
roads dealt with the subject of a proposed new valve 
gear of poppet valve design. This committee had before 
it a statement giving full information about the proposed 
valve gear based on cylinders 21} in. x 26 in. Similar 
information was also available for a 12-in. piston valve 
operated by Walschaerts motion. In its report the com- 
mittee drew attention to the fact that high cylinder 
efficiency requires a high ratio of expansion, which means a 
short cut-off. In America with the conventional valve and 
valve gear a limit of satisfactory operation is reached when 
the cut-off is shortened to about 25 per cent. According 
to the sub-committee’s report, if shorter cut-offs are 
tried the earlier release operates against full expansion, 
and the early compression leads to excessive com- 
pression pressures. The information available regard- 
ing the new type of valve gear and valve design indicates 
that with a cut-off of 15 per cent. or even less a satis- 
factory sequence of valve events can be obtained, and the 
resultant high ratio of expansion should give a corre- 
spondingly high degree of cylinder efficiency. The 
mechanical problems involved in operating with short cut- 
offs were also discussed, and it was concluded that there 
did not seem to be any practical or theoretical objections 
to the use of a 15 per cent. cut-off on a locomotive. 
Modern locomotives on our own railways are, of course, 
often worked with very satisfactory results at 15 per cent. 
cut-off or even less. 

* * * * 


Treat them Gently 

In reviewing a recent episode, a newspaper contributor 
remarked that “‘ railways are sensitive as railways know 
how to be.’’ We have sometimes detected this sensitivity 
ourselves, but were unaware that it was common property. 
However, we do not feel that railways need to be unduly 
criticised on this account. Their hundred odd years of 
life is a small span for a national institution. Probably 
the first Bow Street Runners grieved in secret when 
comedians began making jokes about the size they took in 
boots, but what police constable cares about it now? The 
early caveman who floated a tree trunk on a river, and 
embarked adventurously astride it, must have been 
irritated when his neighbours whispered that he had a 
wife in every creek; yet today the reputation is almost 
treasured by seafaring men. In comparison, also, with 
such venerated targets of innocent mirth as mothers-in- 
law and seaside landladies, railways are mere débutantes, 
quick to bridle at a fancied slight. We speak, of course, 
of railways in the abstract. The railway officer is as far 
above the emotion of human vanity as he is superior to 
the tedious forms of its manifestation. 
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Railway Wages 

HE Railway Staff National Tribunal is to be asked to 
hear and decide the claims submitted by the railway 
trade unions. This simple statement means that the dead- 
lock which threatened an interruption of the services on 
the four main-line railways last week has been resolved. 
In our editorial notes last Friday we expressed the hope 
that the threat of the Associated Society of Locomotive 
Engineers & Firemen to withdraw on Saturday, August 26, 


the labour of engine drivers, motormen, firemen, and 
engine cleaners, would not be implemented. At the 


time of writing our notes the position was extremely 
critical, and was saved only by the intervention of the 
Ministry of Labour. Conversations between representa- 
tives of the Ministry and of the parties concerned took place 
daily from Wednesday until Saturday. On Thursday 
night, August 24, it was announced that the threatened 
strike would not take place, but the position remained, 
nevertheless, one of acute difficulty until late last Satur- 
day night when the representatives of the A.S.L.E.F. 
were persuaded to abandon their demand for a preferen- 
tial consideration of their claims without regard to the 
claims preferred by the other two railway trade unions. 
A provisional agreement was then signed on behalf of 
the companies by Sir James Milne, Chairman of the 
General Managers’ Committee, and on behalf of the 
A.S.L.E.F. by Mr. Squance, the General Secretary. 

This agreement, reported on page 329, records that the 
railway companies agree there should be no doubt as 
to the desire of the parties that equal consideration should 
be given to the claims made on behalf of the various 
Further, that claims submitted on behalf of the 
various grades of employees submitted by any union 
should receive equal consideration on their merits and 
that this course should be followed by the companies and 
the unions in the settlement of claims so made on behalf 
of the various grades. The tribunal had said in its 
Decision No. 5 that “‘ a strong case has been presented for 
making an increase upon the lowest rates a first claim 
so soon as the financial position makes any substantial 
concession possible.’ Thus the National Union of Rail- 
way men had pressed its claim for a minimum wage of 
50s. a week for all adults and had subordinated all the 
other claims which it submitted to the tribunal last January 
to this one claim of overwhelming importance. The 
National Union of Railwaymen read in the tribunal’s ob- 
servation quoted above an indication that if the union 
continued to press the minimum wage claim it, stood an 
excellent chance of achieving success. This view received 
support when the companies offered to increase the exist- 
ing minimum to 45s. a week with effect forthwith. This 
offer was rejected by the A.S.L.E.F., which had com- 
plained that the interests of its membership had been rele- 
gated by the tribunal to a secondary position. The Rail- 
way Clerks’ Association supported the National Union of 
Railwaymen’s claim and had dropped all its own claims 
with the object of ensuring that the lower-paid workers 
benefited from a rise in railway traffic receipts. The 
N.U.R. had made it clear that, in its view, its case was 
unanswerable, and decided not merely not to strike in 
accord with the A.S.L.E.F., but to continue to use the 
machinery of negotiation. 

The effect of the agreement of Saturday last is to bring 
back into the agreed machinery of negotiation the out- 
standing claims of the unions, and, more especially, those 
of the A.S.L.E.F. The companies’ representatives met 
representatives of the three railway trade unions on 
Monday last, and it was agreed that the claims should 
be referred to the Railway Staff National Council. <A 
meeting of this body was arranged to take place the 


grades. 
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following day and after this meeting (as already indica 

it was decided to refer the claims to the Railway S:aff 
National Tribunal. The railway companies had alre 
expressed their willingness to do all in their power 
expedite a hearing, the date of which will be annou 
without delay. In our opinion the maintenance w 
paired of the agreed machinery of negotiation for rail) 
staff is an important contribution to the cause of in 
trial peace in this country. 

* * * * 


Wages Claims and Railway Capital 


Structure 
A> often happens when wages claims are bro 


forward by the railway unions, there has beer 
tendency for some commentators to infer that there 
fundamental conflict between the requirements of st 
holders and the demands of the railwaymen. li 
unnecessary to be a student of railway matters to kn 
that the interests of both require the prosperity of 
industry above all else, and that had it been possibl 
the standard revenue envisaged by the Railways Act 
1921 to be attained, junior or ordinary stockholde: 
many of whom are of very modest means, would ha 
received a fair and adequate return The position 
regard to home railway ordinary stocks is too well know 
to require elaboration, as is the fact that authorities « 
financial and railway affairs have pointed out that the: 
is no sound basis for the assumption, made in irrespon 
sible quarters, that the main-line companies are ov 
capitalised.* It has sometimes been contended in this 
connection that if only fractional reductions were mad 
in the rates of interest payable on various classes of 
stocks, it would be possible to provide wages increases 


and also make regular distributions on the ordinary 
stocks. Even assuming that a scheme of this kind wer 


possible and that it were sanctioned by Parliament, it 
would have to be on very drastic lines to achieve its 
object. In fact it, would apparently be so drastic that 
it would be unfair to stockholders and quite unacceptable 
by them. 

“Of the £1,100 millions of capital issued by the main 
line companies, 315 millions represents debentures; 145 
millions guaranteed and preference stocks carrying cumu 
lative dividends; 365 millions preference stocks whos: 
dividends are contingent on the profits of each separat 
year; and 275 millions stocks of the ordinary class. In 
the non-cumulative preference category no payments 
were made last, year on L.N.E.R. first, second, and 5 pet 
cent. (1955) stocks, while L.M.S.R. 4 per cent. 1923 pre 
ference also went without a payment. The 95} millions 
of L.M.S.R. ordinary, the 313 millions of Southern 
deferred and the 78 millions of L.N.E.R. preferred and 
deferred stocks are also, of course, out of the dividend 
list. Interest requirements of the debentures absorbs 
£12,201,168. Assuming it were possible to reduce the 
rate paid on these stocks, which, of course, carry first 
class investment merits, and that it were decided to make 
the rate 3 per cent. in every case, the total then absorbed 
in interest would be £9,474,795. 

Further, if it were also agreed to make the rate paid 
on the various preference stocks a uniform 4 per cent., 
dividends on the guaranteed and cumulative preferenc: 
securities, which at present require £6,250,916 per annum, 
would be reduced to £5,812,385. In the case of the 
non-cumulative preferences, dividends would be reduced 
from £15,525,309 to £14,607,500 a year. Total interest 
and dividends on the debentures and the various classes 


*See THE RaILway GAZETTE of April 21 (page 640), and May 19 
(page 809) 
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ranteed and preference stocks, which at present call 
f £33,977,393, would therefore be reduced _ to 
¢04.894,680, an annual saving of £4,082,713. When it 
~ » membered that the wages claims of the N.U.R. and 
AS.L.E.F. are together estimated to amount to 
69,000, and that the full dividends on L.M.S.R. 1923 
rence and L.N.E.R. first and second preference 
; would absorb over £6,000,000, it is hardly sur- 
1¢ that it is considered very doubtful if any fair and 
table scheme of capital rearrangement could be such 
ould enable labour demands to be met and also 

relief to the long-suffering holders of home railway 


nary stocks. 
a * * * » 


Netherlands Railways in 1938 


7 HE annual report for 1938 of the Netherlands Railways 
is the first to appear issued by the new national 
lertaking, the company which took over, as from the 
first day of that year, the railway system previously 
ntly owned by the original Holland Railway Company 

| the Company for the Working of the State Railways. 

[he debt of the undertaking was reduced by some 150 
llion guilders, easing the loan and interest payments; 
ertheless the profit and loss account closed with an 
verse balance cf over 23 millions. Considerable changes 

ve taken place in the management and organisation of 
service, as reported from time to time in our columns, 

id on the death of Mr. van Dijk and the retirement of 
Mr. van Manen the general management passed into the 
hands of Dr. J. Goudriaan, with Mr. W. Hupkes and Mr. 
\W. van Rijckevorsel as joint assistant managers. A special 

smmercial department, to keep in close touch with public 

ishes and requirements and formulate plans and methods 

meeting them to the best advantage, has been set up 
ind met with much approval. Although the results for 
the year have not been what could be wished for, pas- 
senger receipts rose from 55-162 million guilders in 1937 
to 55-492 millions. Goods receipts fell from 40°311 to 
38-567 millions. Total operating receipts from all sources 
were 99,332,000 guilders, a drop of about a million. 

The outlook for the railways is not rosy, but the dis- 
ippearance of some unregulated omnibus services gives 
iopes for improvement in passenger takings. There is a 
deficit, assumed at the taking over of the previous under- 
takings, of some 99 million guilders, which can be re- 
moved only by the making of some profit on the general 
working; at present there is little chance of real improve- 
nent sufficient to enable this to be done, and the State 
itself may have to remove this deficit. There is also a 
sum of 287 millions, arising from loan conversions after 
the reorganisation, which the undertaking must pay to the 
State during the next fifty years. Total operating and 
other receipts came to about 101 million guilders and work- 
ing expenses to some 88} millions, a reduction of 2°6 
millions. Wages and salaries were less, as fewer staff 
were employed, and pension charges also fell. Permanent 
way materials cost less, but, generally speaking, costs of 
materials rose and made any saving difficult. Electric 
current cost 760,000 guilders more than in 1937, because 
f the extension of electrification to the central portion 
of the system. The final deficit on profit and loss account 
ime to 23,334,653 guilders, against 33,460,970 in 1937, 
which included the dividend guaranteed to bond holders. 
Our contemporary, Spoor- en Tramwegen, expresses the 
view that the reorganisation and the formation of the 
present concern bring appreciable advantages, although 
the railways cannot yet do without support from the 
State; but they are treading a better path, and improved 
0-ordination of facilities, wider use of technical progress, 
ind other up-to-date methods, are all assisting. 
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It Pays to Modernise 


gy result of the difficulty of measuring on any stan- 

dard basis the performance of locomotives, is that 
many types whose performance does not reach modern 
standards of efficiency are allowed to continue running 
without modification. It is not easy in such cases to 
realise how much could be saved by modernisation since 
there is no ready way of estimating the loss. There 
have also been disappointments in the past, such for 
instance as have followed the rebuilding of older types 
with new boilers. These disappointments are rooted in 
the same difficulties associated with the exact measurement 
of a locomotive’s performance, without which it is not 
easy to be sure where the chief causes of inefficiency lie. 
There have been in recent years, however, many instances 
of the thoroughgoing modernisation of locomotive types, 
in which the cylinders and motion, the exhaust arrange- 
ments, and the mechanical side generally, especially from 
the point of view of steam leakage and lubrication, have 
received the same attention as the boiler, which have 
produced such startling results as to raise the question 
whether there are not many other instances where the 
losses incurred every year by inefficient locomotive per- 
formance outweigh completely the cost of such a recon- 
struction programme. Such losses are by no means con- 
fined to heavy fuel and water consumption and main- 
tenance costs, but also extend to the less easily estimated 
losses due to traffic delays. 

We have already drawn attention to what has been 
accomplished in this direction in this country and in 
France. A recent instance that has come to our notice 
is that of the 35 Mikado type locomotives purchased in 
1920 by the Minneapolis & St. Louis Railroad. Formerly 
it was necessary to pilot these engines on some grades of 
1 in 100 with heavy freight trains, whereas after carrying 
through the modernisation programme (described on page 
325) they are capable of hauling a train of 100 tons 
additional weight on the same grades without pilot assis- 
tance. The monetary equivalent of an improved per- 
formance of this order is obviously in excess even of the 
increase in thermal efficiency, and it has been brought 
about not by any great alteration of the main dimensions 
of the locomotive, but improved design of such important 
parts as superheater elements, piston valves, mechanical 
lubricators, &c., as well as by raising the boiler pressure 
from 185 to 200 lb. per sq. in. and installing mechanical 
stokers and boosters. 

On the Illinois Central Railroad, which possesses a large 
number of heavy and powerful freight locomotives, a very 
successful modernisation programme of a different kind 
has been carried out in order to adapt the available motive 
power to the demands of greatly accelerated freight train 
schedules. In a numerous class of 2-8-2 locomotives the 
use of high-tensile alloy steels has played a part in securing 
better balancing, and by reduction of hammer blow has 
enabled maximum speeds some fifty per cent. higher than 
previously to be run; as on the M. & St.L.RR. boiler 
pressure has been raised, and a mechanical stoker installed 
to cope with the increased rate of steam generation re- 
quired. In certain cases, to permit of larger coupled 
wheels and higher speeds, the wheel arrangements were 
changed, a class of 2-10-2 engines being converted to the 
4-8-2 type, and some of the 2-8-4 type into 4-6-4s. The 
latter alterations are of particular interest as they repre- 
sent an inversion of the usual procedure when wheel- 
arrangements are changed; the number of coupled axles 
instead of being increased has been reduced, high sustained 
speeds being in greater demand than a vast adhesion 
weight. The starting effort of the engines concerned has, 
however, been enhanced by the addition of boosters. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Gradients 
The Athenzum, Pall Mall, S.W.1 
August 19 
To THE Epitor oF THE RatLway GAZETTE 

Sir,—Fifty years ago today, on August 19, 1889, an 
accident occurred at Ryhope on the North Eastern line 
which appears to have been the only one of its kind in the 
history of British railways. An express from Liverpool to 
Newcastle, when running down the steep bank to Ryhope, 
got out of control, and was derailed and wrecked on the 
sharp curve at the bottom. The accident was dealt with in 
a Board of Trade report which set out the gradients of the 
bank in detail and gave the maximum as 1 in 38. 

Minor accidents occurred at or near Ryhope on November 
15, 1884, November 12, 1888, and December 27, 1897; after 
each of these accidents a Board of Trade report was issued 
giving the gradients of the bank in detail. The figures given 
in each of the four reports differ among themselves to some 
extent; the gradient markers on the line today disagree with 
all the reports and show nothing steeper than 1 in 42. 

On November 6, 1873, an accident occurred at Durham, 
and the Board of Trade report dealing with it gave the 
gradient up to Relly Mill as 1 in 1014. The gradient marker 
on the line used to concur in this figure of 1 in 1014, but 
in recent years it has been changed to 1 in 114. 

On June 4, 1881, an accident occurred on the Newcastle 
& Carlisle line, and the Board of Trade report on it gave 
the gradients of the line between Head’s Nook station and 
Carlisle. The figures given in the report did not agree with 
those given in various accounts of the railway; the figures 
shown on the gradient markers on the line today disagree 
both with those in the Board of Trade report and those 
published elsewhere. 

In each of the above cases the track appears to be in 
exactly the same position today as it always has been. 

Compare also the profile of the L.N.W.R. line from 
Euston to Carlisle published in Engineering for February 1, 
1884, with that in ‘‘ British Main Line Gradients ’’ published 
by THE RaILWay GAZETTE office in 1936. 

[It is easy to understand that gradients may change in a 
district subject to colliery subsidences; and gradients may 
be changed intentionally, as at Newbold, just north of 
Rugby, where a dip in the line was filled up to obtain a 
level site for water troughs. But it is not easy to see the 
cause of unintentional changes in open agricultural country. 
Is it a possible explanation that the surface of England has 
not yet reached stability after being relieved—quite recently 
in a geological sense—of the great weight of ice at the close 
of the last glacial period? Or is it simply that the fixing 
of gradients has never been considered a matter worthy of 
meticulous accuracy, so that different observers have been 
content with different results? 

Yours faithfully, 
W. B. THOMPSON 

It is not possible without 
considerable research to give de 
tailed replies to the specific in- 
stances of gradient variations 
mentioned by our correspon- 
dent A notable point, how- 
ever, is that every place which 
he instances is in a coalfield 
area where subsidences are con 
tinuously affecting the ground 
levels. In a paper read to the 
South Wales section of the Per- 
manent Way Institution on 
November 28, 1938, by Mr. 


steeper maximum gradient. Naturally, during the cours 
such subsidences, the track is frequently lifted, but 
necessarily restored to the original gradient. So far 
concerns gradient profiles reproduced in the technical p 
and in our own book “ Gradients of the British Ma 
Line Railways,’’ it is obvious that on the scale used 
is not possible to show every change in gradient, but « 
to give a general idea of the vertical profile of a line. Si 
larly, ordinary small-scale maps, including a_ section 
coast line, cannot show every indentation. In the prep: 
tion of gradient profiles for our own publications we usu 
show average gradients on banks; indicate changes betw 
rises, falls, and level sections; and also show ruling gradiei 
Such profiles are prepared to indicate the operating difficult 
of a route and not to reproduce every variation indicat 
by lineside markers. Also, the averaging of roughly sim 
gradients on a bank often results in the indication of 
figure which is not identical with that shown on any of 
lineside gradient boards.—Ep. R.G.] 


The Earliest-Known Turntable 
Wentlea, Capel St. Mary, 
Ipswich, August 26 
To THE Epiror OF THE RaILWaAy GAZETTE 

Srr,—A reference in THE RatLway GAZETTE some time a 
to the earliest turntable known, prompts me to send | 
the enclosed cutting (from The Picture Magazine for 189 
which ‘‘ proves’’ that turntables existed in 1714. Is th 
the first known pleasure railway? 

The text accompanying the picture said: ‘‘Louis XIV 
Railway. The above print represents the view of a mini 
ture railway constructed by order of Louis XIV in 
magnificent park at Marly-le-Roi. The remarkable pec 
liarity of the above is that we are able to ascertain th 
the construction of the rails was very similar to those 
today, and also that turntables existed as far back as 1714 
A carriage was run on these rails for the amusement of t!] 
Royal Family, the motive power being obtained by servants 
pushing at the rear and sides.”’ 


Yours faithfully, 
R. G. PRATI 

The article to which our correspondent refers wa 
published in our issue of November 11, 1938, and included 
a reproduction of the drawing showing Smeaton’s 1756 turn 
table (from his 1791 book, ‘‘ A Narrative of the Building 
and a Description of the Construction of the Edystons 
Lighthouse with stone ’’). We reproduce the illustration 
sent us by Mr. Pratt, but we possess no information about 
the date of the original. Louis XIV (1638-1715) reigned 
over France from 1643 to his death. He was a luxury- 
loving king and encouraged arts and literature.—Ep. R.G. 














M. G. R. Smith, an instance 
was quoted of a subsidence re- 
sulting in the alteration of a 
regular gradient of 1 in 175 to 
an irregular slope with a much 











Print described as * Louis XIV’s Railway ° 


iene: 
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PUBLICATIONS RECEIVED 


\ianagement and Labour. By 
if Fenelon. London: Methuen & 
36, Essex Street, Strand, W.C.2. 
7 5 in. X 1 in. 276 pp. Price 
7 |. net.—A survey of present-day 

inel problems and practice should 
useful, not only to students of 

trial management, but to those 

.d in the actual administration of 

rn enterprises. Dr. Fenelon has 

ied in this book, taking as a basis 

} ectures delivered at the Manchester 
s | of Technology, a synopsis of the 
rv of the relations of employers and 
lovees, and a survey of the present- 
conditions of labour and employ- 
The study of management pro- 

s is traced back well into the last 
tury, and it is rather surprising to 
that there was actually a treatise 
written on the subject as far back as 
1832. by Charles Babbage, the inventor 
calculating machine. It was fifty 

rs later that systematic studies of 
initiated in the 
ted States and F. W. Taylor first 
unded his methods in 1890. Taylor 
received the credit for pioneer work 

his subject, although Babbage had 
inciated an identical point of view 

so many vears earlier. But Babbage 
forgotten in England, and Taylor’s 
neiples were not 

of the Atlantic until about 1910. 
[t seems strange to us now that so many 

irs should have passed before it was 

ynised in Great Britain that a 
scientific study of the welfare of the 

rker, and of the principles underlying 

labour, might well be a paying 
yposition. More recently, however, 
views of industrialists have changed, 
ind Dr. Fenelon’s summary shows that 
this all-important subject is now re- 
ceiving the attention it deserves. 

Briickenschienenstromschliesser 
Baurat VES. (The V.E.S. Bridge Type 

[readle Rail-Contact). Publication No. 
300 issued by Vereinigte Eisenbahn- 
enalwerke, Siemensstadt, Berlin. 11 

11? in. by 8} in. 9 figures in the 
xt and 2 folding plates.—The rail- 
contact, or treadle, has long played a 
considerable part in German block sig- 

lling and interlocking, owing to the 

neral adoption of lock-and-block on 
lines of any importance and the wide 
made of electric route locking at 

ing points, released in many cases by 
ctric treadles in conjunction with 
rt lengths of insulated rails. The 
increase in the weight and rigidity of 
rails in recent years, combined with the 
introduction of ultra high-speed services 
nd lighter wheel loads, has raised new 


I igement were 


I 


problems in treadle construction and 
sign, it being essential to ensure 


bsolutely reliable action under widely 
irying conditions. This is all the more 
important now that level crossing 
irning signals are being increasingly 
stalled and treadle operation is called 
for where wood sleepers are not in use. 
the present neatly printed booklet 


adopted on this. 


describes a form of treadle designed to 
answer to wheel loads of as little as 
1-5 tonne and provide a sustained effect 
while vehicles are passing over it. The 
main body is in the form of a steel 
bridge, spanning a much longer length 
of rail than the older designs used in 
Germany and thus employing the 
principle met with in the original Sykes 
channel girder treadle. The contact 
apparatus is mercurial, and air compres- 
sion or suction action is used to move the 
mercury and open and close circuits, as 
required. 


The Shape of Things. By Noel 
Carrington. London: Ivor Nicholson & 
Watson Limited, 7, Paternoster Row, 
E.C.4. 7} in. 5 in. 210 pp. Illus- 
trated. Price 6s. net.—In the position 
of a man who, the reader is given to 
understand, has come through pro- 
fessional experience, travel, and reading 
to a position where he feels he can 
survey the problem intelligently as a 
whole, Mr. Carrington looks at design 
in everyday life—and finds it wanting. 
Recognising that the world is unlikely 
to be redesigned overnight he appeals 
for more education in design, particu- 
larly among the young, that they 
might, at least, be spared some of the 
“ugliness and lack of beauty ’’ which 
he has found in abundance. Mr. 
Carrington is convincing in a surprising- 
ly non-technical and interesting way. 
In a chapter devoted to vehicles and 
travel he is particularly critical of 
travel comfort with the remark “it 
has remained a weakness of the English 
railway system that it has been slow to 
appreciate comfort as apart from speed.”’ 
In spite of this, Mr. Carrington agrees 
“the railways in England have a well- 
deserved reputation for punctuality and 
safety, qualities which also entail sound 
design of another kind.”’ 

His criticism of English railway 
station design does not, however, 
carry the same conciliatory pat on the 
back and his contention that design 
deformities have ‘‘ warped the _ psy- 
chology of the organisations, that is to 
say the recruitment and training of the 
personnel, as revealed in its attitude 
to the human needs of the customers 
whether for goods or traffic’’ is one 
of the few in the book which lays itself 
open to considerable argument. How- 
ever, Mr. Carrington has hopes for the 
future, which optimism itself makes 
the book worth reading. 


Victorian Travel Literature. 
Much of Australia’s most beautiful 
scenery is to be found in the south-east 
of the Commonwealth, in the States of 
New South Wales and Victoria. ‘‘ North 
Eastern Victoria,’ one of three new 
publications which we _ have lately 
received from the Victorian Railways, 
describes a district of mountains— 
some over 6,000 ft. high—and of pastoral 
areas which are a source of the country’s 
prosperity. ‘‘ Western Victoria’’ is 
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the subject of another booklet ; it gives 
the attractions of a fine tourist country 
where impressive coastal and inland 
scenery is met with. The delights of 
mountaineering and_ ski-ing in the 
winter playgrounds of Victoria's alpine 


regions—Mt. Buffalo National Park, 
Mt. Hotham, Mt. Buller, and Mt. 


Donna Buang—are conveyed in the 
third publication, a bright little folder 
from the offices of the same adminis- 
tration. 

Insulated Rail Joints.—A circular 
from the Siemens & General Electric 
Railway Signal Co. Ltd., of Wembley, 
describes the firm’s Durisol fishplates, 
which are designed to strengthen the 
‘“ weak link ’’ in track-circuits, the steel 
fishplate insulated with fibre or other 
material and bolt insulated with bushes 
and washers. Durisol compound is 
made from sheets of beech wood, treated 
with synthetic resin and pressed to form 
a substance harder than natural wood. 

A Universal Excavator.—Receipt 
of a catalogue from Ruston-Bucyrus 
Limited, Lincoln, describing the firm’s 
10-RB %-yd. excavator, coincides with 
the announcement that the 1,000th 
machine of the type has just been 
delivered. This excavator is illustrated 
in detail and shown at work on many 
different jobs in the catalogue. The 
latest type of 10-RB has been improved 
in accordance with experience, so that 
there is now ample crowd power 
even with the loaded dipper thrust 
beyond the boom point. This machine 
can readily be adapted for use as a 
shovel, dragline, dragshovel, skimmer, 
grabbing crane, pile driver, or tamper. 

Modern Hump Yard Equipment. 

A neatly produced booklet from the 
Westinghouse Brake & Signal Co. Ltd., 
gives a general explanation of a number 
of modern devices for controlling the 
traffic in gravity marshalling yards, with 
brief particulars of their principles and 
working. A good selection of illustrations 
represents some of the most recent 
equipment supplied by the company, 
which has been concerned in some of 
the most important installations in this 
country and abroad, and has designed 
many types of signal and point control 
and braking gear. Some of the control 
panels illustrated are of exceptionally 
neat construction. 

Machine-Cast Irons.—The United 
Steel Companies Limited, of Sheffield, 
has sent us two publications issued by 
the Workington Iron & Steel Company 
and the Distington Iron & Steel Com- 
pany (branches of the Sheffield combine). 
The first publication (W.220) is a hand- 
some booklet produced with the object 
of acquainting the purchaser of hematite 
iron with the various classes of material 
manufactured by the two companies. 
It includes full analyses and technical 
details of all grades of the Workington 
and Distington irons. The second publi- 
cation gives details of the sizes of 
Workington and Distington machine- 
cast iron slabs available, and informa- 
tion on the economies and advantages 
which result from their use in the cupola, 
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THE SCRAP HEAP 


AN OPERATING PROBLEM 

Last week we set the following 
operating problem, received from a 
correspondent :— 

A train has to be dispatched from 4 
to B down a single line midway along 
which is a siding with the points facing 
towards A, capable of holding only 
two vans or one engine. It is decided 
to couple a light engine (1 in diagram), 
also waiting to proceed to B, to the 
train-engine (2 in diagram) and _ its 
two loaded vans. In the siding are 
two empty vans to be picked up and 
taken on to B, and replaced by the 
two loaded vans. What movements 
would be necessary to carry out this 
operation ? 


2-2 5 ie ae 


_ mee. 


Engine 1 sets back with empties, picks up 
loaded wagons, and stands forward between 
junction and B with all vans. 

Engine 2 moves into siding. 

Engine 1 sets back with empties only to 


point between junction and A. 


Engine 2 moves out of siding, puts loaded 


vans in siding, and sets back on first engine. 
We have also received a proposal for 
a solution (upon his own terms) from 
Major H. A. Watson, C.B.E., M.V.O., 
Chairman of the Association of Minor 
Railway Companies and formerly Gen- 
eral Superintendent of the North 
Eastern Railway, which is also shown 
graphically. It will be seen that in his 
first movement Major Watson violates 
the condition that the siding will hold 
‘only two vans or oneengine.”’ Major 


TWO EMPTY VANS YO BE PICKED UP AND TAKEN 
ON TO B ANO REPLACED BY THE TWO LOADED VANS 





TRAIN CONSISTING OF ENGINES | AND 2 
AND TWO LOADED VANS TO BE LEFT IN 
S/DING 


The problem awaiting solution 


3elow is the correct solution to the 
operating problem : 


Engine 1 moves forward into siding, picks up 
, places them between junction and B, 


empties 








and stands in siding 
Engine 2 moves forward, picks up empties, 
ind draws them back between junction and Ad 
Engine | moves out of siding, couples up to 
empties, and draws them to a point between 
inction and B 
Engine 2 moves into siding 
Engine 1 sets back with empties to A, 
iwhes loaded vans, and moves forward with 
Val » point between junction and B 
i ine 2 moves out of siding, couples up to 
vacled ms, places them in siding and sets 
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Watson attempts at once to accommo- 
date two vans and one engine therein. 


« * * 


Fewer trespassers on U.S.A. railroad 
property lost their lives in 1938 than 
in any vear since 1920. 


[he first stone of the Baltimore & 
Ohio Railroad now rests in the foyer 
of the B. & O. general office building, 
Baltimore. It was removed from its 
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| = LEADING ENGINE 
2= SECOND ENGINE 
E= EMPTY VAN 
F= LOADED VAN 


Author's (left) and Majer H. A. Watson’s (right) solutions to the operating 
problem given last week and reproduced above 


September 1, 1939 


original resting place, Mt. Clare |] 


tion, in 1933, to be taken to Ch ) 


for the Century of Progress exhibi 
In 1934 it was brought to the B. & 


O. building, where it is seen daily by 
hundreds who pass in and out. 17 e 


are approximately 1,600 persons 
ployed in the B. & O. general offic 


* * * 


THREE RAILWAY WORKERS LEAVE 
oF £12,000 

The following wills of railway: 
were recently published :— 

Mr. William Hicklin, of Asl 
near Doncaster, engine driver, t 
£7,824. 

Mr. Thomas Smith, of Rowsley, ) 
lock, retired railway guaid, left, £3,143 

Mr. John Steel, of Addingham, I 
Ilkley, retired platelayer, left £1,276 
He left £50 to St. Peter’s Chu 
Addingham, and the residue bety 
the Railwaymen’s Convalescent Honics, 
the Ilkley Coronation Hospital, 
Leeds General Infirmary, and the B 
ford Royal Infirmary. 


* * * 


The Rev. Guy Mayfield, of Esher, 
sends up the following extract from 


‘“These Meddlesome Attorneys,’ a 
book of reminiscences by Mr. Edward 
A. Bell,-a solicitor. ‘‘ In my young 


days,’’ Mr. Bell writes, speaking of 
the ‘sixties and ‘seventies, “‘ tl 
were two famous sister engines whi 
used to draw the Brighton express, 
named London and Brighton. I 
drivers were elderly men—there S 
no age limit. They must have been 
robust, as there was no_ protecti 
against the weather other than a nar 
row weather board over the firebox 
with lunettes through which the driver 
had to peer... the drivers of tl 
famous train in bad weather wor 
sort of coalman’s hood over their heads 
and ears—thus they drove along with 
their faces glued to the spy-glass, gaz 
ing through to catch sight of the oil 
lamp signals as the train rushed along 
to Brighton. 

‘‘ The train was first class only, and 

the yearly season ticket was £150; if 
a daily return ticket were taken the 
fare was £1. Season ticket holders 
were pampered; nearly every carriag' 
was reserved and much gambling took 
place on the journey. In each reserved 
compartment a card-table, fitted for 
the carriage, was provided by the com 
pany with packs of cards. The play on 
the train was high, it being reputed and 
generally believed that the weekly 
turnover in one reserved compartment 
averaged a thousand pounds. It was 
computed that the aggregate wealth of 
the Brighton express season ticket 
travellers was twenty millions. 
The guards (fore and aft) and the 
driver and stoker were known as ‘ Th¢ 
Brightons ’; it was said their Christmas 
boxes amounted to £300—their yearly 
perquisite. It was noticeable that each 
of the old guards on the train was pos 
sessed of a gold watch chain. & 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


NEW ZEALAND 


Jew Rotary Furnace Plant 
Sesci rotary furnace* plant, the 
one of its kind in the Southern 
H sphere, for the utilisation of steel 
scr which is expected to revo- 
| ise railway workshop foundry 
e. as well as effect considerable 
: » in costs, was brought into com- 
sn at the Hutt Valley (Welling- 
t railway workshops on July 28. 
I new plant consists of two furnaces 
f 34 tons capacity. 
the past it has not been practic- 
to use the scrap steel in produc- 
ind it is not always possible to 
f . ready market for it; imported 
| ron has been used. This position 
now be reversed, the pig iron im- 
being replaced by the steel scrap. 


Furthermore, fuel costs will be reduced 
in almost infinitesimal figure by 
t use of New Zealand pulverised 
instead of electric power. An 


litional value in the furnace lies in 
fact that it can reverse the process 

making steel from iron by making 
from steel. 


New Locomotive Type 

he first semi-streamlined ‘‘ Ka’ 
omotive, built in the railway work- 
ops at Hutt Valley, is now under- 
ig trials. [Its appearance may be 
ized from the illustration on page 

399 —Ep. R.G.] With the exception 
t it is not fitted with a booster the 

Ka’’ class is identical with the 

Kb,”’ including roller bearings fitted 
to all axles. [The ‘‘ Kb’’ type was 
briefly described on page 201 in our 
issue of August 11.—Ep. R.G.] 
Within recent years roller bearings 

ive been fitted to all new passenger 
rolling stock in New Zealand. 

3efore the introduction in 1932 of 
the ‘‘K’’ class, weighing 134 tons in 
full working trim, the most powerful 

nd heaviest engine in New Zealand 
was the ‘‘ X’’ class, a compound loco- 
motive weighing 90 tons, and capable 
of hauling heavy loads over steep 
mountain grades. It was operated 
chiefly on freight service between Tai- 
hape and Taumarunui, but was not 
designed for speed and on this account 
vas not altogether suitable for pas- 
enger trains. Before the advent of 
the ‘‘ K”’ class, designed and built in 
New Zealand, the principal express 
trains were hauled by the ‘‘ Ab,’’ a 
veneral utility engine of 80 tons and 

lso designed in New Zealand. 

On the run from Wellington to Pal- 
merston North, the steepest grade is 
between Plimmerton and Pukerua Bay. 
Over this section the limiting loadings 
for trains hauled by an ‘‘ Ab”’ are 


* One of these furnaces as installed at Crewe works, 
M.S.R., was described in our issue of October 30, 
936 


330 tons for freight trains and 300 for 
passenger services, but the “‘ K’’ and 
‘Ka’’ engines can take 490 tons in 
freight working and 440 tons in the 
form of express or passenger trains. 
New Works 

Among the many new works at 
present in hand or contemplated in the 
Canterbury district are new concrete 
and steel bridges (replacing wooden 
structures) over the MRakaia and 
Waiau rivers, the remodelling of station 
yards, the provision of facilities for 
waterside workers at Lyttelton, and 
many new houses for railway workers; 
the schedule of new railway quarters 
provides for 76 new houses in the 
Canterbury district. Twenty-eight of 
these have already been built and 
there are twelve others 
completion. 


nearing 


INDIA 
Ticketless Travel 

Of recent weeks, the Calcutta daily 
press has been giving special publicity 
to the proceedings in the court of the 
Special Railway Magistrate at Howrah 
dealing largely with the prosecution of 
the ticketless traveller. There is great 
difficulty in checking this malpractice, 
as the habitual dodger gives a bogus 
name and address when detected. 
Though warrants are issued for the 
arrest of such persons, it is doubtful 
if many are arrested. The offenders 
actually tried and found guilty are 
sentenced to a fine, or in default, a 
short term of imprisonment, and are 
ordered to pay the railway fare on pain 
of the same being realised by distraint. 

Ticketless travel provides a_ large 
leak in railway revenues, which the 
railways have for years attempted, in 
vain, to stop. In spite of the best 
efforts of the administrations, the 
average number of passengers detected 
travelling without proper tickets is well 
above 2} millions, and although large 
sums have been recovered from these 
delinquents there must be quite a sub- 
stantial number of offenders that pass 
undetected. About two years ago, the 
Railway Board’ sought legislative 
sanction to impose stricter penalties on 
ticketless passengers, but the measures 
proposed were not approved by the 
Central Legislature and the whole 
question remains shelved. It is hoped 
that the wide publicity given to the 
prosecutions before the Railway Magis- 
trates may have some deterrent effect. 

Monsoon Damage 

The railways had hardly got over 
the early ravages of the monsoon when 
in the closing days of July heavy rains 
set in, which, continuing- for days 
together, caused dislocation in railway 
services in many parts of the country. 
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Communications in Eastern Bengal and 
Assam were particularly affected and 
portions of the Calcutta Chord Railway 
suffered from a _ subsidence of the 
banks. Most of the rivers are in spate, 
necessitating a careful watch on the 
railway tracks. 

The inter-provincial Ganges Flood 
Committee, consisting of representa- 
tives from Bengal, Bihar, and the 
United Provinces, has recommended a 
survey of the River Ganges as a neces- 
sary preliminary to measures for the 
prevention of floods. 

Protection of Female Passengers 

It is announced that as an additional 
protection for women travelling in 
third and intermediate classes, internal 
safety catches are being fitted on the 
doors of broad-, metre-, and narrow- 
gauge lower class compartments re- 
served for women. This device has 
long been provided in upper class 
carriages. The new safety catches will 
be placed on existing carriages as they 
pass through the shops for periodical 
overhaul, and will be incorporated in 
all new stock. While it is arranged 
that unauthorised persons will not be 
able to open the catches from outside, 
the design provides against undue 
delay in the entraining of mail and ex- 
press train passengers by a device that 
enables the doors to be opened from 
outside by special keys in the 
possession of railway officials. About 
2,000 intermediate and third class 
compartments will be equipped with 
the new safety catch, the cost of which 
is estimated to be Rs. 7-8-0 for each 
compartment. 


CEYLON 


Closing Unremunerative Lines 

In addition to the Uda—Pussellawa 
section of the Government Railway, 
the following other sections are being 
considered for closure :— 

(1) The Kelani Valley line from 
Avissawella to Yatiyantota and from 
Avissawella to Opanaike. 

(2) The Chilaw—Puttalam section. 

(3) The Kandy—Matale line. 

As before the decision to close the 
Uda—Pussellawa Line, planting estate 
owners and others who use these lines 
for the carriage of their goods are now 
being consulted to ascertain whether 
they would send their goods to the 
nearest railhead or whether they would 
use motor carriers engaged by the rail- 
way for that purpose, in the event of 
the closure of these sections of the 
railway. 

It is understood that the reply of 
the estate managements on the Kandy 
—RMatale line is opposed to its closure. 
They would prefer the retention of that 
line and, in the event of its abandon- 
ment, they might consider the 
desirability of making other arrange- 
ments for their goods traffic between 
Matale and Colombo. The deficit on 
the working of the Kandy—Matale 
section at the time the Transport Com- 
mission reported was Rs. 199,244. Last 
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year the loss on its working was Rs. 
284,352. 

The Transport Commission recom- 
mended the abandonment of _ the 
Colombo—Puttalam line from Negom- 
bo to Puttalam, whereas the proposal 
now being examined is the closing of 
the section from Chilaw to Puttalam. 
An effort is being made to canvass the 
traffic on this section and bring it to 
the railhead at Chilaw. Last year 
there was a total loss on the working 
of the whole line between Colombo and 
Puttalam amounting to Rs. 641,608. 

The deficit on the working of the 
narrow-gauge line from Colombo to 
Opanaike and the branch line to 
Yatiyantota when the Transport Com- 


mission reported was Rs. 403,224. 
Last year the loss on its working 
amounted to Rs. 702,404. Although 


the receipts from haulage and other 
sections of traffic received from or sent 
to the Kelani Valley line amounted to 
Rs. 133,956 and this traffic could not 
be retained in the event of its closure, 
the Transport Commission recom- 
mended the abandonment of the whole 
line from Colombo owing to its un- 
suitability to modern conditions. 


U.S.S.R. 


New Northern Line Proposed 
Surveys have been completed for a 
new line to convey the products of the 


coalfield in the upper basin of the 
River Petchora to the centre of the 
European portion of the U.S.S.R. 


Beginning at the present railhead at 
Kotlas, on the Northern Dvina River, 
it is to run a little north of east to 
Vorkuta. Construction of the western 
part, leading out of Kotlas, is reported 
to have been begun. Before reaching 
Vorkuta this new line will also tap the 
newly-discovered petroleum area near 


Chibyu There is another coalfield 
centred on Ust Ussa, in the tundra 
marsh) land further down the River 


Petchora Surveys for a railway to 
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bring coal from that area to the south 
were made two years ago, and it is 
probable that this line will be built 
to connect at Vorkuta with the rail- 
way from Kotlas. 


Construction Programme 

Construction is to begin this year 
on a railway from Kazan to Bugulma 
to improve communication between 
western Siberia and the European 
portion of the U.S.S.R. south of the 
Trans-Siberian route between Moscow 
and Sverdlovsk. A 520-mile line is to 
be built to the east of the southern part 
of the Urals to connect Akmolinsk and 
Kastaly, and thus give a direct route 
between the Karaganda coal basin and 
the mineral area round Magnitogorsk. 
The third Five-Year Plan, ending in 
1942, includes the construction of other 
lines to tap the coal and mineral 
deposits south of the Trans-Siberian 
line, and a 220-mile line running south 
from Astrakhan along the eastern 
shore of the Caspian Sea. 


Women Employees 
Half-a-million women are employed 
on the Soviet railways as fitters, per- 
manent-way inspectors, signalmen, dis- 
patchers, stationmasters, and engine 


drivers. Some hundreds of women are 
now taking courses of training in 


engine driving. 


SWITZERLAND 


Traffic to Zurich for Swiss 
National Exhibition 


By the end of July last, over a million 
tickets at specially reduced rates for 
Zurich, in connection with the National 
Exhibition, had been issued at stations 
on the Federal Railways, and some 
200,000 on the private railways. Out of 
a total of 1,048,486 tickets, 686,404 were 
for individual travel and the rest for 
parties by special or regular trains. The 
exhibition was opened on May 6, as 
recorded in THE Raitway GAZETTE of 
June 9. 
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Large numbers of business firms and 


works in all parts of the country have 
organised staff trips to the exhibition »y 
special trains during the last Ww 


months, and as many as 31,500 pers ins 
from 45 industrial and other conce:ns 
were conveyed to Zurich and back in a 
recent week. For individual travel 
exhibition season ticket, referred to 
below, has proved very popular; s 
24,889 were sold at Federal stations by 
the end of July, and 30,000 up to 
August 10. About one-fifth of 
holders paid for a week’s extension of 
validity ; this entitled them to 
additional day of unlimited travel. 


Special Facilities 

The following reduced rate tickets are 
available for visitors to the National 
Exhibition : 

(a) Ten-day return tickets at single f: 
with only half the express train supplem: 
charged. 

(b) Return tickets for parties, with 30 
cent. reduction on the existing party f 

(c) Return tickets for school-child: 
with 30 per cent. reduction on the exis 
school fares, and for children travelling from 
distant points in Switzerland a furt 
reduction up to 25 per cent., covered by a 
special allowance granted by the Post 
Office and Railways Department. 

(d) Exhibition season-tickets, costing 
fr. 60 second class and fr. 45 third class, 
valid on the whole Federal system and 
most of the private railways, and entitling 
the holder to tickets at half-fare during 16 
days and unlimited travel on 4 days out of 
the 16. Entrance to the exhibition 
included. 


Loudspeaker Equipment 

To cope with the exceptional traffic at 
Zurich during the exhibition, loud 
speaker installations, such as_ ha 
proved very successful at Lucerne and 
Lugano stations, have been provided 
Zurich-hauptbahnhof (main station) ar 
Zurich-Wollishofen ; Zurich-Enge is al 
ready so equipped. The very compr 
hensive installation at the main statio1 
consists of 260 loudspeakers arranged in 
36 groups, each of which may be used 
separately, and 10 independent micr: 
phones with 11 50-watt amplifiers, 
which are controlled from a central 
office. The loudspeakers are fitted on 
each of the seven double-faced plat 
forms, on the concourse, and in thi 
waiting-rooms, restaurants, and refresh 
ment-rooms. The whole equipment has 
been of very material assistance in con 
trolling the large crowds using the 
station, particularly at week-ends. 


Traffic Concentrated at Main 
Station : Special Road Services 
Onwards 

Although there are several stations in 
the immediate vicinity of the exhibition, 
the great bulk of the passengers use the 
main station, and, apart from the 
regular services, there are direct-route 
services of the municipal trams and buses 
to the principal entrances at Enge and 
Riesbach. Incidentally, the Zurich 
tramway system is the second largest 
transport undertaking in Switzerland, 
and surpassed only by the Federal 
Railways as regards traffic and receipts. 
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THE PROPORTIONS OF LOCOMOTIVE BOILER TUBES 
By E. C. POULTNEY 


fue RatLway. Gazette of October 29, 1937, the 
I riter contributed a discussion on the firebox pro- 
\rtions of locomotive boilers, in the course of which 
he | stress on the importance of grate area, not only as 
ins of evaluating power output but also as being the 
ipal factor governing the efficiency of the boiler. 
»x volume is probably of importance as a means. of 
ving the efficiency of combustion at the high rates 
ing necessary when the grate area is small relatively 
to ‘he cylinder power; or, as may be preferred, to the 
rat-d tractive effort. On the other hand, when the grate 
1» be made large in proportion to the power required, 
the firebox volume becomes of less importance. It was 
also suggested that when firebox heating surfaces are rela- 
small compared with the area of the grate the tem- 
tures therein tend to rise—in itself an advantage as an 
to the efficiency of combustion. Furthermore, the 
seater heat carried by the products of combustion would 
be absorbed by the water heating surfaces provided by the 
tubes, and by the superheating surfaces, and this is also 
a matter of importance. 
[he purpose of the present article is to offer some sug- 
gestions on the proportions of the tubes, for it is con- 
sidered that such a discussion would form a fitting 
complement to the previous article. The steaming capa- 
city of the boiler depends on the efficiency and activity 
of the combustion process, and, in respect of the latter 


particularly, the gas area through the tubes and flues is 
one of the deciding factors, because for any given tube 
layout and draught conditions, the larger the free area the 
less will be the resistance offered to the passage of the 
gases of combustion. Experiments have also shown that 
the resistance offered by the tubes is greater than any 
other, and that this resistance increases rapidly in rela- 
tion to the resistance through the firebed as the rate of 
firing is augmented. This fact is in itself a strong 
argument in favour of ample gas areas, as well as being 
the primary reason for the attention now given to the 
design of blastpipes and chimneys. 

In planning the tube and flue arrangement for a given 
boiler, the first consideration must be the area through 
the boiler, and it will be unnecessary to point out that 
this dimension must be co-related to the area of the 
firegrate. The writer feels that the ratio of the free area 
through the tubes and flues to the grate area is important, 
and it has been authoritatively suggested—not without 
reason—that the grate area and the diameter of the barrel 
are the two most important dimensions of the boiler. In 
general, published particulars of locomotives are not given 
in sufficient detail to enable the net areas through the 
tubes to be determined, but from various sources this 
information has been collected, and Table 3 gives this 
and other particulars of the tube arrangements for a 
number of locomotive boilers which may be taken as 
representative of modern practice. The last examples are 
from ‘‘ Large Locomotive Boilers,’’ a paper by the late 
Mr. G. J. Churchward, read before the Institution of 
Mechanical Engineers in 1906, and are interesting as show- 

ig British practice at that time and before the general 

se of superheaters. The table gives the percentage ratio 
between the gas areas and the grate area, and the ratio of 
tube diameter outside to length between the tubeplates. 
The latter indicates the length to bore ratio, and as an 
‘id to assimilating these ratios Table 1 is given, showing 
he length-to-bore relationship for tubes of from 12 in. to 


2} in. dia., and the ratio of length to outside diameter 
based on the assumption that the wall thicknesses are in 


all instances 11 I1.S.W.G. (0-116 in.). 
TABLE 1 
BoILER TUBE PROPORTIONS 


Fire Tubes 


‘ , Int. dia. /Length ratios 
Diameters (in.) t. di ong sates 


Lengths : 


Outside Inside 1: 90 1: 100 1: 110 
ft. im. ft. in. =. im: 

1} 1-518 11 4 12 7 13. 10 

1 1-640 12 3 13 8 15 O 

2 1-760 13 62 14 8 16 1 

2} 2-010 15 0 16 9 is *s¢s 


Ratio of Outside Diameters to Length for Lengths as above 


1} L377 1: 86 1:95 
li 1:78 i: a 1:96 
. 1:79 1: 88 1: 96-5 
2} 1: 80 1: 89 1: 98-5 


Net Gas Areas 

Table 3 shows that the area of the gas passageway 
through the boiler varies in the examples given between 
the limits of 10-8 and 17-02 per cent. of the grate area; 
this means that for a given rate of gas production per 
square foot of grate the flow per tube in the case of the 
boiler having the smaller gas area in relation to the 
grate is 1-7 times greater than in the case of the boiler 
having the larger gas area. This fact leads to considera- 
tion of the rate of gas flow and its effect on the heat 
transfer across the tubular heating surfaces. To illustrate 
this important point, a graph—Fig. 1—has been prepared, 
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showing the measured firebox and smokebox temperatures 
plotted against rate of firing (lb. of dry coal per sq. ft. of 
grate per hr.), the gas liberated per Ib. of coal fired, and 
the total gas generated per hour and passed out of the 
firebox and through the tubes. The graph shows very 
clearly the remarkable fact, characteristic of the multi- 





316 THE RAILWAY GAZETTE 


tubular boiler, that, regardless of the rate of gas flow, 
the temperature difference between the firebox and smoke- 
box remains almost constant; it reveals the secret of the 
high steaming capacity of the locomotive type boiler 
which places it far in front of all its competitors and 
makes it, weight for weight, the lightest form of steam 
producer. It is also evident from this graph that gas 
flow has a considerable influence on heat transfer, and 
that each unit quantity of gas passed over the heating 
surfaces gives up an almost constant amount of heat, 
regardless of the rate of gas flow. As regards heat transfer, 
free area plays a very important part inasmuch as it 
directly governs the rate of gas flow. 
Gas Flow and Tube Efficiency 

Fig. 2 has been prepared to illustrate further the effect 
ot gas flow on tube efficiency. Here, plotted against the 
firing rate, is shown the actual heat transfer in British 
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Thermal Units per lb. of gas per tube per hour, the gas 
flow per tube per hour, and the corresponding equivalent 
evaporation measured on the same basis. The numerical 
values upon which this is based are given in Table 2 
from which it will be seen that the heat units transferred 
across the tubular heating surfaces vary from 484 to 554 
B.Th.U. per lb. of gas, and that the weight of gas in 
ib. per tube per hour increases from 156 to 412. In other 


PABLE 2 


FIRING RaTE, Gas PRODUCTION, AND HEAT TRANSFER BY TUBES 
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NOTE Figs. 1, 2, and 3 are based on the above data 


( Tubes 2} 0.d., No. 237, length between tubeplates 19 ft 
| Flues, 54 0.d., No. 40, - > 
Boiler }) Total Tube and flue heating surface, 3,729 sq. ft 
data ) Mean heating surface per tube, 13-45 sq. ft 
| Grate area, 70 sq. ft 
Net gas area, 9-13 sq. ft. 
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wo s, while the gas flow increases more than 2} times, low front end temperatures. A further point emphasised 
the }.Th.U.s transferred per Ib. of gas increase only about is the very rapid fall in temperature taking place in the 
14 per cent, yes . of firing rates varying from first half of the tube length; this points to the high evapora- 
4 140 lb. of coal per sq. ft. of grate per hour. As _ tion at the firebox end, and incidentally attracts attention 


stated, Fig. 2 also gives the equivalent evaporation in Ib. 
iter per tube per hour. In this connection, however, 
ould be mentioned that as shown this is not actually 
correct, for the reason that the boiler upon which all these 
daia are founded is fitted with a flue tube superheater, 
| therefore, compared with the tubes, a lesser propor- 
of the heat passed through the large tubes was trans- 
red to the water heating surfaces—part was taken up 
by the superheater elements. While this is so, the graph 
indicates the influence of gas flow on evaporation, which 
ull that is required for the present discussion. 
Fig. 3 shows how the temperature falls as the gases pass 
ough the tubes. Three curves are given, of which the 
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first and third correspond to the conditions produced when 
firing at rates of 60 and 100 lb. of coal per sq. ft. of grate 
irea per hour; the initial gas temperatures are taken as 
being 2,400 and 2,570° F. (see Fig. 1). An increase in 
gas temperature and in gas flow is seen to raise the exit 
temperatures of the gases in the smokebox, and indicates 
the importance of long tubes, a point to be considered 
ater. he second curve has been drawn for an initial 
temperature of 2,400° F. and a gas flow of 334 Ib. per 
our per tube. The effect of the gas flow alone is there- 
lore seen, and also that of an increase in fire areas through 
the boiler. It will be noted that the two gas flows are, 
respectively, 334 and 224 Ib. per tube per hour, the former 
being 50 per cent. greater than the latter. If, then, for a 
iven boiler the fire area were increased 50 per cent., 
Curve 3 would represent the tube conditions, and for a 
eiven final temperature a shorter tube would suffice. It 
s reasonable, therefore, to suppose that some relationship 
might exist between the free gas areas and tube lengths. 
However, generally speaking, an increase in the rate of 
firing will augment both the initial gas temperature and 
the rate of flow, the curves in Fig. 3 clearly indicate the 
value of tube length as a means of maintaining consistently 


to the probable value of any increase in the water surface 
area at this point, and to the Belpaire type of firebox in 
combination with a coned barrel section. 


Tube Length 
The proper length of tubes in relation to their diameters 
is considered to be of significance. The curves shown 
in Fig. 3 give information which it is thought will stress 
the value of a high length-to-bore ratio. A comparison 
of the conditions shown by the first and third curves will 
reveal that the latter curve shows a final gas temperature 
at a length of 200 in. (length-to-bore 100 to 1) of a little 
less than 620° F., but that when the rate of working is 
increased until the coal fired is 100 lb. per sq. ft. of 
grate per hr. the gas temperature at the same point is 
rather more than 700° F. Even at a tube length of 240 in. 
(length-to-bore 120 to 1) the final gas temperature is still 
slightly higher—about 630° F. It is suggested that a 
length-to-bore ratio of 100 to 1 be regarded as a minimum 
figure, and that 110 to 1 be aimed at; the latter figure 

gives an area/surface ratio of 440. 


Conclusions 

From the foregoing observations it will now be possible 
to draw up a general method of arriving at the tube pro- 
portions for a given boiler. In the first place the fire 
area must be decided. Table 3, as al'eady stated, shows 
the practice of different designers, and this may be sup- 
plemented with some further details. From an analysis 
of the proportions of a number of different superheater 
boilers as fitted to 4-6-0 and 2-8-0 5 ft. 6 in. gauge engines 
having 32 sq. ft. of grate area, and which can probably 
be taken as representative of Indian railway practice, it 
seems that from 17-9 to 24-9 sq. in. of tube area are allowed 
per sq. ft. of grate, or in other words, the fire area through 
the different boilers varies between the limits of 12-4 to 
17:3 per cent. of the grate areas. A desirable figure is 
given as being 18:7 per cent., or 27 sq. in. per sq. ft. 
of grate area. Assuming this latter figure, it will be 
interesting to see what it means. The possible tube area 
depends on the boiler diameter, and the writer has studied 
the dimensions of a number of different boilers in order 
to establish the ratio of proportion between the cross sec- 
tional area at the front course of the barrel and the net 
free area through the tubes and flues. An examination 
of 12 designs seems to show that, regardless of the type 
of superheater used, i.e., either Type ‘“‘ A’”’ or “ E,”’ the 
cross section near the smokebox iubeplate is approximately 
from 3°5 to 4 times the net free area through the boiler, 
and shows how difficult it is to get large tubular sectional 
areas. Considered now in relation to the grate area, it 
is again seen that large free areas are by no means easy to 
attain. Four different boilers, with grate areas of from 
100 to 136 sq. ft., have free gas areas through the tubes 
and flues of from 10-0 to 13°25 sq. ft., ratios of 9:4 to 
10:3 per cent.; to attain 18-7 per cent. would mean for a 
grate of 100 sq. ft. about 19 sq. ft. of tube area, and 
a boiler barrel of approximately 10 ft. diameter. 

Practice on Continental railways shows that the free 
area through the boiler runs from 9-3 to about 147 
per cent. of the grate area. A ratio recommended 
by Henschel & Sohn A.G., of Kassel, is 13:3 to 14:3 
per cent. An average figure for the superheater boilers 
given in Table 3 is 14-0 per cent. It seems impossible 
to lay down any hard and fast rule ‘but, boiler design 
being largely empirical and the dimensions and_pro- 
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portions depending to a great extent on the views of 
different designers, it is interesting and useful to find 
the mean ratios adopted when a sufficient number 
of examples is examined. It is therefore reasonable to 
assume that we are not far wrong in designing for total 
net gas areas of from 10 to 14 per cent., the latter figure 
preferred. 

The writer’s preference has always been for about 14 
per cent. as being a fair figure. A high value for the 
free area is required to reduce the resistance through the 
tubes, and in order to promote individual tube evapora- 
tion a high rate of gas flow is required; or, put another 
way, a relatively small free area, and thus it becomes 
necessary to select a mean between conflicting conditions. 
The grate area being determined as indicated in the pre- 
vious article, the total free area through the tubes and 
flues is determined. This being established, the area so 
found is multiplied by 440, and thus gives the total 
gas swept surfaces which are the inside areas of the tubes 
and flues and the outside surfaces of the superheater 
pipes. 

The heating surface of 
as being the outside, 


the tube; and flues is taken 
or water contact surfaces, while 
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for superheater elements the inside or steam contact are..s 
are used. The outside surface of the tubes and flues ij! 
be some 10 per cent. more than the inside and for 1} i 
elements the bore would be about 1} in., and the insi. 
surface would, therefore, be about 83 per cent. of 
outside. The length of the tubes and flues is govern 
by the distance between the tubeplates, and this in t 
is often fixed by considerations other than the acti 
design of the boiler as such. However, after the lengt! 
determined, the tube bore should be such that the leng’ 
to-bore ratio is, as already stated, not less than 1 to 11° 
corresponding to an area/surface ratio of 440. 

It is, of course, understood that considerations such 
tube spacing and the preferred minimum diameter of tul 
govern what can actually be done in practice. T! 
aspect of the problem, however, lies outside the sco 
of this article, which is offered only as indicating a reaso 
able method of arriving at the proportioning of boi 
tubes. The superheater is designed to give the requi 
steam temperature, this being determined in part by | 
number of flue tubes fitted in comparison with the fi 
tubes in order to divide the gas flow in the requi 
proportions. 











WELDING 


ESEARCH into welding practice is carried further 
as the result of two papers presented to the Institu- 
tion of Mechanical Engineers, and the publication 

of a further report by the Welding Research Committee 
of the same Institution. The first paper is “‘ Observations 
on the Arc Welding and Gas Cutting of High-Tensile Low- 
Alloy Structural Steels,’’ by T. B. Wilkinson, B.Eng., 
Ph.D., G.I.Mech.E., and Hugh O’Neil, M.Met., D.Sc. 
This subject has become one of importance in recent years, 
not only because of the increasing use made of high-tensile 
particularly in bridge construction, but still more 
so because of certain difficulties and accidents in connection 
with the welding of these steels. Thermal effects during 
and after welding have been responsible for cracking both 
in welded joints and the adjacent parent metal. This has 
also been the experience with German railway and high- 
way bridges of high-tensile welded steel. The report 
describes various tests for determining the weldability of 
such steels, comparing the effect of using various materials, 
electrodes, and welding processes. Eleven different types 
of high-tensile and mild steel electrodes were investigated. 
The carbon content should be restricted to not more than 
0-20 which still permits the attainment of a tensile strength 
of 37 tons per sq. in. with plates up to }-in. thick. The 
effect of rapid cooling after welding can be reduced by 
various means such as lower welding speed, which should 
not be more than 4 in. to 6 in. per min. The minimum 
leg size of the weld should not be less than half the thick- 
ness of the plate. Various types of cracking tests are 
described and compared, among them those developed by 
the L.M.S.R. 

Part of the work carried out in conjunction with the 
Welding Research Committee of the Institution of Mechani- 
cal Engineers is described in the second paper, ‘“‘ The 
Efiect of Certain Factors on the Izod Value of Weld 
Metal,’” by L. W. Schuster, M.A., M.I.Mech.E. Tests 
were made with notches of different depths so as to deter- 
mine the effect of cracks near the surface. Both square 
and round test specimens were used, notches being arranged 
in the longitudinal or transverse direction to the weld. 
Tests with welds on rigid plates are of particular interest. 
During welding these plates were immersed in cold water 
so as to ensure rapid cooling. 


steels, 





RESEARCH 


The ‘“‘ Third Report of the Welding Research Coi 
mittee ’’ of the Institution of Mechanical Engineers is 
continuation of the committee’s second (1936) report. Th 
subject is concerned with questions of fatigue in weld 
joints, mainly with regard to construction of pressur 
vessels. Among the factors influencing the dynamic quali 
ties of the weld, thermal treatment and machining of th 
welded joint have been investigated. There is an interest 
ing series of tests to ascertain how far test results obtained 
with small specimens may be applied to the actual be 
haviour of welded vessels. Three pressure vessels wer: 
built, each of 4 ft. 6 in. outside diameter and 10 ft 
overall length, with wall thicknesses up to 1% in. Thes: 
welded drums were inspected and approved by Lloyd’s 
Register of Shipping, and afterwards exposed to repeated 
hydraulic pressure up to 1,100 lb. per sq. in. with six 
cycles per min. It was found that the welded joints in 
no way represented the weakest parts. There was no 
failure in the welds but only in the drum heads and in 
one of the nozzles. 








GERMAN Rai_tway TECHNICAL Books.—Some few years 
ago the Reichsbahn authorities established a subsidiary 
publishing company to produce standard text books and 
other instructional literature, many items from which have 
been reviewed in our columns. Each is written by a rail- 
way officer who is an expert in the subject concerned and 
produced and illustrated with the care characteristic of the 
Germans in these matters. The result is that the German 
railwayman has a splendid set of educational works at 
his disposal and this contributes no little to the efficiency 
of the service, in which 900,000 persons are engaged. 


ExLectric HANDLAMPS FOR A.R.P.—The third specifica- 
tion in the series of A.R.P. British standard specifications 
(B.S./A.R.P. 3), just published, is for electric handlamps 
(fitted with primary battery or unspillable accumulator) 
and was prepared at the request of the Air Raid Precau- 
tions Department of the Home Office. The specification 


requires that the design of the handlamp shall be such that 
the light emitted is properly directed and screened. Copies, 
from the British Standards Institution, are price 3d. 
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FREIGHT CAR BRAKE RIGGINGS 


The design of riggings to minimise effects of play and eccentric forces 


By PROFESSOR J. RIHOSEK 


railway freight vehicle practice where continuous 
} brakes are applied, the theoretical brake shoe 
pressure depends upon the final air pressure reached 
in the brake cylinder, the size of the piston, and the 
leverages of the rigging. To obtain the actual pressure 


he shoe, however, this theoretical value has to be 


“e 


iplied by the “ efficiency ’’ of the entire arrangement. 




















S$) ......2...... BRAKE BLOCK CLEARANCE 

$7 PLAY RESULTING FROM DISPLACEMENT AND TWISTING OF AXLE 

u ...... TRANSMISSION RATIO 

hi PISTON TRAVEL BEFORE APPLICATION OF BRAKE BLOCKS 
hy....... ADDITIONAL PISTON TRAVEL TO TAKE UP PLAY 

ad _. PISTON TRAVEL CORRESPONDING TO EXTENSION OF BRAKE RODS 


Fig. 1—Conditions pro- 


The design of the rigging influences the maximum brake 
effect, and the stretching and deformation of the brake 
rods, levers, and associated parts unfavourably influence 
the piston travel, and in the older and still prevalent 
types of brakes, the final piston thrust as well. Play in 
the joints further increases the piston travel, so that the 
available length of stroke may even be fully used before 
any brake shoe thrust can be exerted. This situation is 
considerably aggravated in the single shoe type of brake 
because the one-sided thrust on the axle causes it to be 
shifted and deformed, thus further increasing the piston 
travel, as seen in Fig. 1. 

In order to reduce to a minimum these unfavourable 
influences, clasp brakes are used almost exclusively in 
European car construction, not only in passenger but also 
in freight, service (see Fig. 2), whereby the axle is not 
influenced by the brake shoe thrust. The empty-and-load 
brakes now universally used in Europe in order to decrease 
braking distances and to permit higher speeds with safety 
are designed with ample rigging dimensions, so as to 
minimise deformation and stretching. 

In countries outside Europe, except those of the British 
Empire, the U.S. type of freight car bogie truck is pre- 
dominant. It is characterised by two independent side 
frames held together.only by the centre bolster in such a 
way that, the two frames on the right and left hand sides 
of the truck can move considerably, relatively to one 
another. Cheap and simple as it is, this arrangement has 
great disadvantages from the standpoint of braking 
technique, as its construction aggravates the above- 
mentioned unfavourable tendencies. 

In the first place, it does not allow the use of a clasp 
brake. The specific shoe pressures are twice as high as 
for that type and that this is detrimental to the braking 











duced by play in joints 
of brake rigging, causing 
piston stroke to be length- 
ened before application 
becomes effective 

















Fig. 2—The clasp brake, 
in which thrust is applied 
m both sides of the wheel 
so that the axle is un- 


affected 
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effect was proved as early as 1913 by tests carried out on 
the Pennsylvania Railroad, as shown by the following 
report : — 

\ comparison of the values of mean coefficient of friction for 
standard and for clasp-brake conditions indicates a decided 
advantage for the clasp brake throughout the entire range of 
braking powers. The gain in favour of the clasp brake with slotted 
shoes amounts to about 40 per cent. at a braking power of 180 per 
cent, and 100 per cent. at a braking power of 40 per cent., an 
average gain for the whole range of braking powers of about 
70 per cent 

Unfortunately, this knowledge has been utilised only in 
passenger car construction, and not, so far in that of 
freight cars. 

Another rather unfavourable peculiarity of the U-S. 
type of freight car bogie truck is the eccentric force 
exerted by the brake rods from the body rigging, as 
indicated in Fig. 3. Consequently, brake applications 
create a turning moment seeking to revolve the entire 
truck around the centre pin, so that the axles are no 
longer free to adjust themselves to the track, but tend 
to hunt. The result is manifested in higher flange pres- 
sures and wear, and even a tendency to derail. A 45 per 
cent. braking ratio on a loaded car of 60 tons total weight 
creates an additional flange pressure of 2 tons. If the 
brake ratio for loaded cars as practised at present in 
Europe were increased it would lead to undesirable flange 
pressures on the U.S. type of freight car truck. 

Moreover, this eccentric action of the brake rod and 
consequent angular displacement or hunting of the truck 
requires additional piston travel until the brake shoes lie 
against the wheels. Higher brake shoe pressures are 
likely to exhaust the available stroke before the full 
braking effect is reached. The result is seen in unequal 
and insufficient brake effect and also increased consumption 
of compressed air. To counteract such increased consump- 
tion the slack would have to be reduced to such an 
extent that in the release position the shoes would no 
longer be separated from the wheels, to the detriment of 
running resistance and the life of the brake shoes. 

As a result of these observations it must be said that 
the U.S. type of freight car truck, notwithstanding its 
cheapness and simplicity, is poorly suited to modern fast 
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Fig. 3—Diagram of eccentric force exerted by rods from bods 
in the U.S.A. type bogie 


characteristics. If the recent accomplishments in 
European braking technique are to be applied to American 
freight cars, the first requirement will be the adoption of 
solid frame trucks as originally developed in England and 








freight car service because of its inferior braking since used with satisfactory results on the Continent. 
Luxembourg and its Railways 
ry\HE Grand Duchy of Luxembourg is this year order to live. Its principal trade is with Belgium, with 


celebrating the centenary of its independence, and 

our contemporary, Notre Metier, the organ of the 
Société Nationale des Chemins de fer Francais, has taken 
the opportunity of presenting some interesting features of 
the country and its railways. Political and territorial 
independence was formally guaranteed to the Grand Duchy 
under the Treaty of London of April 19, 1839, by the great 
European powers, and this was re-affirmed by the Treaty 
of London of May 11, 1867, which provided for the 
permanent neutrality of the Duchy. The Treaty of Vienna 
of 1815 had restored to the Duchy its former political 
independence subject to its being united to the Kingdom 
of the Netherlands for administrative purposes, but, this 
condition was abrogated in 1839. It continued to be ruled 
by the sovereigns of the Netherlands until 1890, when, on 
the death of William III, the crown passed, in default of 
male descendants, to the elder branch of the House of 
Nassau. The present Grand Duchess, Charlotte, is the 
fourth sovereign of this line. Economically the duchy 
is largely dependent on the- manufacture of iron, and its 
annual production of steel is now in the neighbourhood 
of 2,000,000 metric tons. Having an intense industrial 
production in a limited area the Duchy must export in 


which it concluded a trade agreement in 1922. Anothe1 
notable development of recent years is the tourist, industry. 

The first railway to be opened in the country was the 
line connecting Luxembourg with France via Thionville, 
which was inaugurated on October 4, 1859. A concession 
for this and other lines was granted to the Société Royale 
Grand-Ducale des Chemins de fer Guillaume -Luxem 
bourg. These lines were worked until 1871 by the French 
Est Company, after which, under the Treaty of Frankfort, 
they formed part of the German Imperial Alsace-Lorraine 
system. From 1918 till 1938 they were worked by the 
French administration of the A.-L. Railways, after which 
the French National Railways Company has_ been 
responsible. The second railway system to be opened in 
Luxembourg was the Prince Henri, the concession for 
which was granted in 1868 to a Belgian company. At 
present, as we pointed out in an editorial note in our issue 
of August 18, the total length of railways in Luxembourg 
is 541 km. (336 miles), of which 207 km. (1283 miles) 
are Guillaume-Luxembourg, 191 km. (1184 miles) are 
Prince Henri, and 143 km. (89 miles) are narrow gauge. 
The standard-gauge lines provide important international 
railway links. 
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RECONSTRUCTION OF CALDER BRIDGE, L.N.E.R. 


The work described below entailed exceptional accuracy in design 
and fabrication owing to the 73-year old multiple cast-iron arch 
rib structure having to be replaced by steel on a 69 deg. skew 


ay JE to increasing weights of locomotives, 

there has for some years past been a 

speed restriction in force over the old 

r bridge, near Wakefield, on the Don- 

er—Leeds main line, of the London & 

th Eastern Railway. Even with this 

‘ restriction Pacific type and other heavy 

notives were not permitted to cross the 

ge except at greatly reduced speed and 

1 only one line loaded. As the old struc- 

built in 1865, consisted of a cast iron 

1 reinforced with certain wrought iron 

mbers, it was impossible to strengthen it 

quately, and consequently it was decided 

eplace it with a steel arch span, preserving 

far as possible the handsome lines of the 

iginal structure. 

[wo of the greatest difficulties that the engi- 

rs had to face in replacing this bridge were 

it (a) the abutments are at a skew of 69 deg. 

id (b) the River Calder, carrying a consider- 

le barge traffic, made it impracticable to erect more than 
o temporary supporting trestles in its channel. 

The Old Bridge 

Before describing the method of reconstruction, it will 

be advisable to give some idea of the construction of the 

old bridge. Above each of the cast iron ribs was a wrought 

ron stiffening girder bolted to the cast iron horizontal 

member at deck level, and two wrought iron plates were 

riveted to the underside of the rib flange. The ribs were 

in 11 separate pieces bolted together and jointed with lead; 

all bolt holes were cored and the bolts run in with lead. 

The vertical members in the spandrel pieces were hollow 

castings and some of them, broken in the course of 

demolition, were found to be of perfect. small-grain crystal- 

line structure, and, having regard to the ornamental 
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View along the reconstructed bridge at rail level 


character of some of the members, were remarkably free 
from’ blow holes and other defects. Steel cross-bracing 
between the ribs was added some years ago to increase 
the lateral stiffness of the bridge under the increasing 
weight of the traffic. 
The Work of Renewal 

The removal of this complicated superstructure and its 
replacement with a new segmental arch span on a 69-deg. 
skew against time was, therefore, a difficult and delicate 
task. In each of the three pairs of arched ribs there is a 
lead of 1 ft. 73} in. between the ribs forming the pair, 
and the lead between adjacent pairs is 2 ft. 6; in., thus 
requiring meticulous accuracy both in shop and site 
measurements. Great credit is, therefore, due to Dorman 
Long & Co. Ltd., the contractor entrusted with the 
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Typical cross-section through the bridge 




















































The or‘ginal cast-iron Calder bridge, built in 1865 


work, especially as it was completed 24 hr. 
within the programmed 14-day possession. 

Preliminary works carried out while the 
fabrication of the steelwork was proceeding 
in the manufacturer’s yard, included the in- 
stallation of two 20-ton derrick cranes with 
70-ft. and 100-ft. jibs respectively, one on 
each side of the river to cover the entire site. 
The two temporary trestles were also erected 
vertically below the positions of the two site 
joints in the new ribs, each rib_ being 
brought to site in three sections. The 12 
spandrel sections are 14 ft. 6 in. deep and 
had to be brought from the maker’s yard as 
out-of-gauge loads during a week-end. The 
heaviest single load to be fitted was about 19 
tons. When the steelwork had been stacked 
adjacent to the abutments, and the ornamental 
stone pilasters and other parts of the old span 
not essential for carrying traffic had been re- 
moved, the bridge was closed and made over 
to the contractor. Dismantling and erection was carried on 
continuously in two 12-hr. shifts, the three ribs under the 
up track being first removed and replaced. The spandrels 
were next lowered on to the ribs and riveted into position, 
and the flooring was then fixed, so that the up half of 
the bridge was completed as far as possible. Work was 
then transferred to the down half, which had previously 
been used as a platform for the work on the up side, the 
new superstructure on that side now acting as a platform 
for similar procedure on the down side. 


THE RAILWAY GAZETTE 


September 1, 193: 


To permit of adjustment between th: 
steel ribs and the old bearing plates 


abutments, special castings were us 
making-up lengths. These castings 
secured in position by tapered keys \ 
after being driven home, were weld 


position. 

The bridge structure is stiffened by 
verse diaphragms framed in steel angles 
}-in. webs. A typical detail is show 
the cross-section through the bridge. 1 
diaphragms are set at right angles to 
ribs, and each had to be made from a 
- plate, as the inclination to the horizonta 
the under side of the diaphragm vari 
accordance with the points at whi 
cennects with the ribs, by reason of the 
of the span. All the main plate worl 
the structure is 1 in. thick, the flanges ot 
main members are 26 in. wide. The IT 





The new Calder bridge 


of the bridge consists of }-in. plates covered with 
rock asphalt protected by brindle tiles 1} in. thick, upon 
which the ballast and permanent way are placed. The 
span is drained by 3-in. diameter cast-iron pipes discharg 
ing direct into the river. 

The new bridge was designed to carry 20 units, B.S.1 
loading for railway bridges, and its design was prepared 
and the work was carried out under the supervision of 
Mr. R. J. M. Inglis, Engineer, Southern Area, London & 
North Eastern Railway. 








Left: Semi-streamlined 
*‘ Ka” class locomotive of 
the New Zealand Government 


Railways. The engine, built 
at the Hutt Valley workshops 
of the administration, is the 
first of its class and is now 
undergoing trials. (See Over- 
seas paragraph on page 313) 
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AT STRASBOURG 


Improved MDM route lever power frames, enabling four movements 
to be controlled by one handle and reducing size of apparatus 


courtesy of Monsieur H. Albaret, of the Ateliers de 

] Constructions Mécaniques |’Aster, we are able to 
reproduce the accompanying photographs of one of 

ew electric route lever power frames constructed in 
ction with the resignalling of Strasbourg station, on 
Eastern division of the French National Railways. 
main station in this important city, a transit and junc- 
point for considerable international traffic, was built 

een 1878 and 1883 by the former German administra- 

ind equipped with mechanical signalling by the well- 





Electric power locking frame for Strasbourg station, with covers removed. 

F 8 J J “tind Cag 
The point-controlling slide-bar frames are visible in the upper part of the rectangular end 
Electric locks acting on the handles are seen in front 


or normal position. 
panel space. 


known signal works at Bruchsal, Baden, on the principles 
ilways adopted in Alsace-Lorraine, where, contrary to the 
practice of most other places where the Central European 
system of signalling has been followed, rodding has almost 
always been retained for point operation, and double wires 
employed only for signals. The working of the whole 
station area was placed under the control of a supervisor 
located in a controlling cabin situated on top of one of 
the signal boxes. In the present resignalling electric power 
working has been adopted, using the so-called MDM 
apparatus, already in use at other points on the Alsace- 
Lorraine system of lines, as described in THE RAILWay 
GAZETTE for February 19, 1937, page 321, when we gave 
some brief details of the development of the signalling 
equipment found there, and illustrated the small but in- 
teresting installation at Lutterbach, near Mulhouse. 

The MDM (minimum de manceuvre) power frame dates 
from before the war and has been widely used on the 
former Nord lines, with both hydro-pneumatic and electric 
working for the lineside functions. Its principle consists 
in replacing the ordinary point levers by specially-shaped 


sliding frame pieces, which may be called slide bars for 
convenience, arranged longitudinally in the apparatus, one 
behind the other. These frames, which actuate the point 
machine control contacts, have openings in them, with 
bevel shaped noses on each side, through which pass 
spindles driven by the route handles in the locking frame 
itself and on which cams are fixed, according. to the com- 
bination of point positions required for any given route. 
The rotation of a spindle drives simultaneously all those 
slide bars which require moving to set the points for the 
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The route handles are in the central 


route, and holds fast such others as are already in the 
required position. Mechanical locking between conflicting 
route handles is thus obtained automatically by the form 
of construction of the mechanism and does not require 
working out as such. 

Hitherto the usual practice has been to allocate push-and- 
pull movements of one handle to controlling opposite train 
movements over the same route. This has the disadvan- 
tage that the handle must. pass through the central, or 
neutral, position in order to reverse the direction of a 
move, as is frequently required in shunting, which pre- 
cludes placing route locking control on the handle without 
giving some means of cancelling it in such a circumstance. 
In the apparatus built for Strasbourg a different plan has 
been adopted. The push-and-pull movements of a handle 
are used to set different but mutually incompatible routes, 
and the cams on the spindles are shaped to suit; the sig- 
nalling of the move is effected by making an additional 
supplementary movement with the top, or hand grasp, 
part of the route handle, which can be pushed down or 
pulled up, under suitable controls. In this way a move- 
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Right : Electric power lock- 
ing frame, MDM system, 


for Strasbourg _ station, 
Eastern Division, French 


National Railways, con- 
taining 70 route handles 
and able to signal a maxi- 
mum of 280 movements 
without using handles in 
combination 


ment can be signalled to set back over a route after pro- 
ceeding forwards along it without the main portion of 
the handle requiring to be moved at all. 

The locking frame shown in the accompanying illustra- 
tions contains 70 handles, which theoretically can control 
280 movements, although every handle is not required to 
give four different signal controls. By using the sectiona- 
lising principle to some extent and employing two handles 
to set certain routes, a method adopted in involved lay- 
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outs, the number of routes worked from a locking frame 
can be increased considerably, as explained in the article 
describing the new signalling at the Gare du Nord, Paris, 
which appeared in THE RAILWway GAZETTE for October 15, 
1937, page 642. An interesting account of the development 
of the various French route lever locking frames, with notes 
on the latest modifications, was contributed by Monsieur 
J. Walter to the Revue Générale des Chemins de fer for 
May, 1939. 








CUTTING SUPERHEATER TUBES 


A tool for cutting the superheater flue tubes of locomotive boilers from the inside 


HE accompanying illustration shows the construction 
of a tool for use in cutting from the inside locomo- 
tive superheater flue tubes. The general principle upon 

which it works is the rotation inside the flue of a mandre! 
from the circumference of which projects a cutting-wheel 
loaded by a compression spring. The cylindrical casing 
A has at one end a square extension which may be con- 
nected to any convenient drive and is slotted for the 
passage of the cutting head and setting handle. A flange 
on the casing bears on the end of the flue to be cut, and 
rollers let into the circumference of the casing, as at L 
and M, ensure smooth rotation. The cylindrical piece DB 
is mounted eccentrically in A, and fitted with a carrier ( 
for the cutting wheel D. Other components in this part 
of the tool are the compression spring E, bearing F, and 
roller G. The setting handle H, mounted on a spindle /, 
contains a spring J and has teeth at K engaging with 
those of a slotted sector on the outside of A. By moving 
H along this sector the cutting wheel D is moved outwards 
as required to bring it firmly into contact with the inside 
of the flue to be cut. This adjustment is completed almost 
instantly, and it is then necessary only to rotate A by 
its squared end, whereupon the wheel D grooves and 
rapidly severs the flue. 

As they are free from burr or other roughness, such 
as may be formed by the use of a cutting torch, the flues 
are easily withdrawn, and no special trimming of the ends 
is required before welding on extension pieces. Apart from 
its simple equipment and the easier and more hygienic 





conditions when it is used, the tool saves time, as each 
flue takes only about two minutes to cut. It has been 
patented by M. Gaston-Victor Lecart, 88, Boulevard Sadi- 
Carnot, Ay, Marne (French Patent No. 791,314). 





Tool for cutting superheater flue tubes 
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OLD LOCOMOTIVES MODERNISED TO GIVE MORE POWER 


The Minneapolis & St. Louis Railroad, by applying boosters 
and modern equipment and raising boiler pressure, has brought 


20-year-old locomotives abreast of exacting modern requirements 
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Mikado iype locomotive rebuilt with higher pre 


i ee Minneapolis & St. Louis Railroad, which operates 
some 1,500 miles of line in the Middle West of the 
U.S.A., acquired 35 Mikado or 2-8-2 type loco- 
motives in 1920 for operating fast freight trains. Within 
the last year or so a rebuilding programme has been 
adopted whereby a number of detail improvements have 
been incorporated with notable results in the improvement 
of the hauling capacity and efficiency of the locomotives. 
We are indebted for the following details to Mr. L. C. 
Sprague, President of the M. & St.L.RR. 

The boiler pressure has been raised from 185 to 200 lb. 
per sq. in., and two Nicholson thermic syphons have 
been added to the firebox, which is now equipped with 
. Standard stoker. Improved type HA superheater units 
have also been fitted. 

The old box type pistons have been replaced with Hunt- 
Spiller Z type pistons and sectional packing, resulting in 
1 saving in weight for each piston of 100 Ib. and from 
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Details of 14-in. dia. piston valves fitted to modernised M. & St. L. 








ssure boiler, booster, and detail improvements 


300 to 500 per cent. saving in packing rings. This sec- 
tional packing is also used in the new 14-in. piston valves 
which again are of the Hunt-Spiller type and weigh 
about 90 Ib. less than the cast iron spools originally used. 
The length of valve travel is 6? in. and in the rebuilding 
no change has been made to the steam pipes, exhausts and 
valve or valve setting arrangements, which were already 
satisfactory. The inside diameter of the dry steam pipes 
is 74 in. and of the exhaust nozzle 6} in. On the top of 
this nozzle a “‘ basket, bridge’’ is fitted to break up and in- 
crease the periphery of the exhaust steam. The inside 
diameter of the chimney is 18 in. at the bottom tapering 
at 1 in 12 to a larger diameter at, the top. It is 27} in. 
high above the smokebox with a 36 in. extension on the 
lower end. This extension has an inside diameter of 
18 in. 

Additional refinements incorporated in the rebuilds are 
strapless main driving rods having solid keyless front end 
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bushing and floating back end bronze bushings; Edna 
mechanical lubricator serving main valves, cylinders, 
guides, crossheads and air compressors; Prime Co. drifting 
valves to cushion the main pistons and to avoid the use 
of steam while the locomotive is drifting, and Barco low 
water alarm. 

Burnished high-carbon steel plates have been applied 
to the driving wheel hub faces, and the Magnus Metal 
Company’s Satco bearing metal to the driving box faces. 
This combination has resulted in a decided decrease in 
lateral wear and has since been made standard practice 
on all locomotives. Alemite (soft grease) is used to lubri- 
cate all rotating parts, except crank pins, and to lubricate 
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driving box hub faces, shoes and wedges. A Fra 
trailing booster is also now part of the equipment a: 
creases the starting tractive effort by 11,000 Ib. gi, 
total tractive effort of 61,000 lb. as against 46,000 | 
the original locomotives working at 185 lb. pressur: 
without booster. 

Before modernising it was necessary to double-hea 
some of the 1 in 100 grades, but as rebuilt these en 
now handle approximately 100 tons more alone than 
did formerly double-headed. The freight trains w 
by the Mikado locomotives cover the distance bet 
Peoria and Minneapolis, 502 miles, in 134 hours, and 
up to 2,200 tons on certain sections. 











in 








Above: Atlantic Coast Line Railroad express headed by 

one of the new 400-ton 4-8-4 locomotives described in “* The 

Railway Gazette” of June 23, 1939 (pp. 1017-1019). 

These engines have the largest tenders in the world, weigh- 

ing 195 tons loaded and running on 16 wheels. The 
engine alone weighs 205 tons 


Left: Stone sleeper blocks brought to light last year by 
excavations near Porthcawl. These stone sleepers, which 
were drilled to enable rails to be spiked direct to them, were 
part of the old Duffryn, Llynvi & Porthcawl Railway. It 
was incorporated by an Act of June 10, 1825, and opened 
as a horse-operated line in 1829. The original line 
extended from Nantyffyllon to Porthcawl, and was in service 
for more than 30 years. Another, company called the Llynvi 
Valley Railway, was formed in 1846 and acquired the earlier 
line in 1847. A few years later powers were secured to 
convert the system into a standard-gauge locomotive railway. 
In the upper part of the valley the new track followed a 
different alignment, but near Porthcawl the new line was 
laid substantially on the track of the old tramroad. It was 
opened in August, 1861 ; passenger service began in 1865 ; 
the undertaking was leased to the G.W.R. in 1873; and 
acquired outright by the G.W.R. in 1883 
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PERSONAL 


LON GOVERNMENT RaAILWAy 
Vincent L. Dean, Divisional 
. ntendent, Ferozepur, North 
\\ -n State Railway, India, has been 
mended by the Ceylon Ministry of 


( 1unications and Works for 
tment as General Manager of the 
( 1 Government Railway and _ th 


mendation has been for- 
d to the Secretary of 
for the Colonies. On 
iry we are infcrmed that 
ppointment has not yet 
made. 


rom The London Gazette 

August 18: Regular Army, 

plementary Reserve of 

ers, Corps of Royal Engi- 

rs, Transportation: The 

wing to be Captains (July 
. Lieutenants A. J. F. 
Rutty, F. V. Spillard. 





\lahmoud Pasha Galeb has 
n appointed Egyptian 


nister of Communications 
the new Cabinet formed by 
Pasha Maher. 


Mr. J. W. Albarda was 

pointed Minister of Public 
Works in the Netherlands on 
\ugust 10. He was born at 
Leeuwarden on June 5, 1877, 
ind studied at Delft, receiving 
degree as mechanical engi- 
neer in 1903. He held pro- 
essorships at Almelo and The 
Hague, and later’ entered 
Parhament in the Social- 
Democratic interest, becoming 
arty leader in 1925. 


REORGANISATION OF L.N.E.R. 
(SCOTTISH AREA) LOCOMOTIVE 
RUNNING DEPARTMENT 
lhe headquarters of the Locomotive 
Ktunning Department have been trans- 
lerred from Glasgow to Edinburgh. 
Concurrently, arrangements have been 
made for district locomotive running 
superintendents to be appointed at 
Glasgow, Edinburgh, and Burntisland, 
with office staffs organised on a joint 
basis with the District Superintendent 
at Glasgow and the district operating 
superintendents at Edinburgh and 
Burntisland, respectively. The follow- 

ng appointments have been made : 





Name 


. H. Petty 


Designation Office. 


Assistant Loco. 
Running Supt. 
W. Phillips District Loco. 


Edinburgh 


Glasgow 


Supt. 

H. Ker District Loco. Edinburgh 
Supt. 

t. P. Critchley District Loco. Burntisland 
Supt. 


asveeha 


inn Ley] 
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Mr. G. V. O. Bulkeley, Director of 
Transport in Nigeria, who retires from 
the Colonial Service this month under 
the age limit, is the son of the late 
Rev. O. T. Bulkeley and was born in 
1882. He comes of a Great Western 
Railway family, his relative, Captain 
T. Rivers Bulkeley, having been a 
Director of that company. The loco- 


motive Bulkeley hauled the last broad- 





Mr. G. V. O. Bulkeley, C.B.E. 


Director of Transport in Nigeria, and 


Member of the Executive Council, 1936-39 


gauge train out of Paddington prior 
to the gauge conversion in the nineties. 
Mr. Bulkeley received his education at 
Victoria College, Jersey, and at Owen’s 
College, Manchester (now Manchester 
University). He entered the Swindon 
workshops of the Great Western Rail- 
way as a premium apprentice, and was 
later posted to the company’s divi- 
sional locomotive, carriage and wagon 
drawing office at Stafford Road Works, 
Wolverhampton. From there he went 
to Japan and China, where he was em- 
ployed in the railway supply business. 
He later joined the staff of the Superin- 
tendent of Motive Power, Canadian 
Pacific Railway; and afterwards became 
associated with marine engineering on 
the Pacific Coast of Canada. During 
the war, he was engaged on road trans- 
port and the repair of Army Service 
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Corps lorries, also acting as consultant 
to the Fisheries Board. In 1919 he 
joined the personal staff of the General 
Manager of the Great Western Railway, 
and in 1921 took temporary charge of 
the company’s offices in New York and 
Toronto; in 1923 he was appointed Traf- 
fic Superintendent at Swansea Docks. 
In 1926 Mr. Bulkeley was appointed by 
the Secretary of State for the Colonies 

to be the first Port Manager 


at the Port of Mombasa, 
Kenya, then under develop- 
ment. In 1933 he was ap- 


pointed to the post of General 
Manager of the Nigerian 
Government Railway, and in 
1936 was chosen to be the first 
Director of Transport in the 


Government of Nigeria and 
Chairman of the advisory 
boards which deal with the 


various forms of transport in 
that country. The Director 
of Transport has_ executive 
control of the Government 
Railway, Ports and Marine 
services, and the General 
Manager of the railway, the 
Ports Traffic Superintendents, 
and the Superintendent of 
Marine report directly to him. 
Since 1936, Mr. Bulkeley has 
been a Member of _ the 
Executive Council of Nigeria. 
He is a Commander of the 
Order of the British Empire 
(awarded in 1932) and a Mem- 
ber of the Institution of 
Mechanical Engineers. He is 
the author of several books 
dealing with railway and sea- 
port administration. Mr. and 


Mrs. Bulkeley are taking up 
permanent residence at Es- 
combe, near Durban, South 
Africa. Mr. Bulkeley’s varied 
career and_ activities are 
[Durban further reviewed in an edi- 


torial note on page 305. 


We regret to record the 
death on August 13 of Mr. Herbert H. 
Bassett, who was City Correspondent of 
THE Rattway GazettE for some 30 
years. Mr. Bassett was a well-known 
writer on finance and kindred subjects 
and editor of statistical compilations. 
He revised ‘‘ Fenn on The Funds ”’ 
(16th Edition); compiled the articles on 
railways and steamships for ‘‘ Harms- 
worth’s Encyclopedia’’; and from 
1904 until 1924 was Editor of ‘‘ Brad- 
shaw’s Railway Manual.’’ Mr. Bassett 
was also City Editor of The Globe, 
1914-1919, and City Editor of The 
Birmingham Post, 1920-1930. 


Mr. W. M. Maxwell, previously In- 
dustrial Commissioner for the Canadian 
National Railways at New York, has 
been appointed Commissioner of 
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Development and Natural Resources 
for the National system with head- 
quarters at Montreal. A native of St. 
David, New Brunswick, Mr. Maxwell 
has been with the Canadian National 
Railways since August, 1923, when he 
entered the service as Assistant Engi- 
neer in the Bureau of Economics. In 
this capacity he made surveys for 
branch lines and _ various’ mining 
properties. He was later appointed 
Special Representative, and _ subse- 
quently Natural Resources Engineer 
with headquarters in New York; in 
1932 he became _ Industrial Com- 
missioner for the Canadian National 


Mr. C. CG. Jarrett 


ppoirted Hotels Superintendent, Scottish Area, 
L 2.R 


R. 


Railways in the United States. Mr. 
Maxwell is a member of the Engineer- 
ing Institute of Canada. 


Mr. C. G. Jarrett, who, as recorded 
in our issue of August 11, has been 
appointed Hotels Superintendent, Scot- 
tish Area, London & North Eastern 
Railway, joined the former Great 
Eastern Railway at the age of 17, in 
the year 1908, when he was appointed 
to the Great Eastern Hotel, Liverpool 
Street. Subsequently he became an 
Assistant to the Hotels Superintendent 
of that line and in 1925 was transferred 
as Manager of the Royal Station Hotel, 
Newcastle, L.N.E.R., from where he 
was appointed to Scotland to be Mana- 
ger, Hotels Department, Southern Scot- 
tish Area, in 1935. During the war Mr. 
Jarrett served in France, Egypt and 
Palestine with the Royal Artillery, as 
a subaltern and subsequently a Bat- 
tery Captain, with the 74th Dis- 
mounted Yeomanry Division, from its 
formation to the cessation of hostilities. 
Since the war he has been attached to 
the 85th East Anglian R.A. Field Bri- 
gade (T.A.), and is still on the active 
list of the Reserve. 


We regret to record the recent sudden 
death of Mr. M. K. Ingoldby, Manag- 
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ing Director of the Variable Speed Gear 
Co. Lied. 

Mr. H. B. Smith, who, as recorded 
in our issue of August 4, has been ap- 
pointed Dock Manager, Cardiff and 
Penarth Docks, Great Western Railway, 
served during the war with the Royal 
Navy from 1914 to 1919 and entered 
Great Western service as_ Assistant 
Marine Superintendent, Fishguard, in 
1922. In 1924 he was appointed Dock 
Manager at Plymouth, which position 
he held until his appointment as Dock 
Manager, Port Talbot in 1928. Mr. 
Smith was appointed Dock Manager, 


Mr. H. B. Smith 


Who has been appointed Dock Manager, Cardiff and 
Penarth Docks, G.W.R. 


Newport, in 1929. While at Plymouth 
he was Sub-Commissioner of Pilotage 
for the Plymouth and Dartmouth dis- 
tricts; in 1925 and in 1926 he was Chair- 
man of the Plymouth Employers’ Asso- 
ciation. He was awarded the D.S.C. 
in 1915 and the Egyptian Order of the 
Nile in 1918 and was mentioned in 
despatches in 1919. In 1934 he was 
gazetted Major in the Engineer and 
Railway Staff Corps, and in the same 
year was elected President of the New- 
port Chamber of Commerce. In the 
next year Mr. Smith was elected Chair- 
man of the Newport Harbour Commis- 
sioners for the period 1935-36. The 
Centenary of the Commission was cele- 
brated in 1936, during this term. 


INDIAN RAILWAY STAFF CHANGES 
Mr. C. E. Dickings has_ been 
appointed to officiate as Signal Engi- 
neer, E.B.R., as from July 8. 
Mr. S. C._ Biswas has 
appointed to officiate as 
General Manager, Works, 
E.B.R., as from July 12. 
Mr. H. W. Meakins has_ been 
appointed to _ officiate as _ Traffic 
Manager, E.B.R., as from July 13. 
Mr. H. Holt-Keene’ has _ been 
appointed to officiate as Chief Elec- 
trical Engineer, G.I.P.R., as from 


been 
Deputy 


Secretary, 


September 1, | 


July 3, in place of Mr. 
Mulleneux granted five months 


Mr. T. Carpenter, Assistant 
Manager, Barry Docks, who, 
corded in our issue of August 
been appointed Dock Manager 
Talbot Docks, G.W.R., in succes 
Mr. J. T. Edmunds, entered t! 
vice of the Barry Railway in 
1905, in the Dock Office. He ss 
various departments of. the und 
ing until the amalgamation i: 
when he went to the Chief Dock 
ager’s Office, G.W.R. Later, 


Mr. T. Carpenter 


Appointed Dock Manager, Port Talbot Dox 
G.W.R. 


came Principal Clerk in the Commer 
cial Section of that office. In 1928 he 
was transferred to Barry Docks as 
Outdoor Assistant to the Dock Man- 
ager, and three years later became 
Assistant Dock Manager at Barry. It 
is from this position that Mr. Carpen- 
ter went on August 28 to take up his 
new duties at Port Talbot. 


IRISH RatLways COMMITTEE 

A special committee has been ap 
pointed by the Irish railways to deal 
with all matters affecting the railways 
arising out of the recent report of the 
Joint Select Committee on Transport 
in Northern Ireland (see pages 306 
and 331). The committee is composed 
of the chairmen of the four railways 
concerned, as follow :— 

Mr. James Hurst, J.P., Chairman, 
Belfast & County Down Railway. 

The Rt. Hon. Lord Glenary, Chair- 
man, Great Northern Railway (Ire 
land). 

Mr. Thomas Somerset, D.L., M.P., 
Chairman, Northern Counties Com- 
mittee (L.M.S.R.). 

Captain (seorge Hewson, D.L., Chair- 
man, Sligo Leitrim & Northern Coun- 
ties Railway. 
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7 should be given to the claims made on 
re STAFF AND LABOUR MATTERS behalf of the various grades. 
1. The parties therefore agree that 
A.S.L.E.F. Claims again employing the machinery of con- = on behalf of the various grades of 
k : : we : see cillation, the Associated Society were employees submitted by any union should 
ae er the meeting at the Ministry of . sons ; receive equal consideration on_ their 
L ur on August 23 between "the to be treated preferentially. merits, and that this course should be 
G al Secretary and the President of Mr. W. J. R. Squance, the society’s followed by the companies and the 
- th Associated Society of Locomotive General Secretary, replied that the unions in the settlement of claims so 
nd Engineers & Firemen, and Mr. F. W. union had lost confidence in the in- made on behalf of the various grades. 
r- ; ett. the full executive com- dependent tribunal, and would not ; 2. it is further understood that the 
il, nittee af the encieke weak Tir. Benes agree to the reference of the claims to counen solurand: te tas Oi) te applicabie to 
in I ee of the society met Mr. Ernest “peels He Fs ; ae cases referred to the Railway Staff 
2 Brown, Minister of Labour, on its Judgme nt. ¢ pressed for a definite National Tribunal through the agreed 
- fhursday, August 24, and, as we went offer by the companies. machinery of negotiation. 
em to press last week, the meeting was Easy wi Taga 7 — se ee Bg The Agreement was signed by Sir 
ing place. As a result of that nn os aed —— ” _ interval Mr. James Milne on behalf of the four 
I ‘ting the threatened strike on Satur- ——. made a short statement for main-line railway companies and by 
day, August 26, was suspended and has publication. He said the society had Mr. W. J. R. Squance on behalf of 
subsequently been averted altogether. made a patriotic gesture when it agreed the A.S.L.E.F 
or two and a half hours the Minister to suspend the strike notices because ape ts ‘ 
Labour appealed to the Executive of the national emergency and the  — a Coe 
of the Associated Society of Loco- possibility of having to remove women _the executive committee of the 
motive Engineers & Firemen to cal! 9d children from dangerous areas. National Union of Seana met on 
off the strike “Tf,’’ he added, ‘‘ the companies Friday, August 25, to consider the 
[he following official statement was ™ake no concession we shall declare — - oe orgs delegate con- 
sued at the close of the meeting :— for strike action again in a few weeks’ erence (reported in our issue last 
ay, time.’’ week), and at the close of the meeting 
The Mister of Labour sax the exerutive “During the evening representatives of the following statement was made by 
with the railway companies and the the National l nion of Railwaymen and : ieee ene Wee General Secretary 
threatened stoppage of work by their of the Railway Clerks’ Association ef the union :— 
members on Saturday next. arrived at the Ministry. They did not Consideration was given to the decision 
He referred to the grave international join the conference but occupied of the special delegate conference relative 
situation and to the statements testifying another room and Mr. Leggett was the to the claim for a 50s. a week minimum 
to national unity and the determination link in what now became tri-partite wage. It was decided that a request should 
in the face of danger which had just been se oa sets 4 Cee see be made for an immediate meeting of the 
iade in Parliament. He stressed the calls negotiations. P The segevscennuves of Railway Staff National Council—which is 
that might be made on the railways—in these two unions left the Ministry of the preliminary stage of the negotiating 
particular those for the evacuation of Labour about 10.30 p.m., and an hour machinery—and in the event of the claim 
women, children, and aged persons from later the discussions between the still being declined, arrangements should 
london and other large towns. general managers and the A.S.L.E.F. be made for the early submission of the 
In the interests of public safety and were adjourned until Saturday. claim to the National Tribunal. 
national needs as further evidence of The excutive committee of the The ee ne expressed by the executive 
national unity in this crisis, he urged the ASL.EF. awain saw the Minister of that, having regard to the offer of the 
union to suspend the notices of stoppage. : a rahegieatn Ma . bs Hous : gone general managers of the railway companies 
\fter prolonged consideration, the Execu- zabour at 1 _ agu ouse On Satur- to facilitate the claim through the machin- 
tive Committee informed the Minister that day, August 26, and at 4.0 p.m. nego- ery of negotiation, it was anticipated that a 
the decision to call for the withdrawal of tiations between the general managers decision might be arrived at in about a 
the labour of their members would be and the society were resumed. Mr. fortnight’s time. 
suspended, contingent upon a meeting being Leggett was also present. The meet- Consideration was also given to the 
he arranged between this executive and the ‘ag terminated at 11.15 p.m. but the position that might arise in the event of 
“ = 5 ’ ras . 7 * 
as general managers during to-morrow (Fri- time had been well spent for a solution the threatened strike on the part of the 
in day) for the purpose of renewed examina- te tl : ins Be i} sii niet tnindll de A.S.L.E.F , taking place at midnight on 
ne tion of the issues between the parties. } ae PO NAS oes eS as is Saturday, and it was decided that the 
7 Steps have been taken to arrange such a a result of the agreement whic h was membership of the N.l -R. should continue 
meeting. The services of a representative of concluded, the A.S.L.E.F. will now their normal work and in no way become 
the Ministry of Labour will be available, if allow its claims to be dealt with involved in the dispute of the Associated 
his desired, by the parties. through the recognised machinery of Society. Full instructions on this decision 
The meeting at the Ministry of negotiation which culminates in the nag 4 Fre nag the branches of the 
Labour on Friday, August 25, began Railway Staff National Tribunal. eo care “on massing de - — 
at 3.0 p.m. Mr. F. W. Leggett repre- The terms of the agreement are: — hy anagers eet All msoms 
sented the Ministry, the railway com- The executive of the A.S.L.E.F., in the Bm singes chat the dispute between the 
:p panies were represented by the four course of the discussions, expressed appre- anid pr yuan —". Amocinted 
eal general Managers and _ the full hension with regard to the principles _ SORELY sa COMO VE ngineers & 
sn eneutien Sneeeiitee of tee which the Railway Staff National Tribunal Firemen has been settled and the 
y* = . : ‘ 4 appeared to be guided as indicated in recent society had agreed to their claims being 
the A.S.L.E.F. was present. . Chere was at decisions. In particular certain principles dealt with through the recognised 
ort the outset a sharp conflict of opinion embodied in Decision 5, in the opinion of machinery of ne wiketlion _ anantiies 
306 on procedure. The union demanded the executive, would prejudice fair con- | t iia Tiles aa sa sac d rd 
sed immediate discussion of its several sideration on their merits of items sub- : ragga | ell git n ee gtd a ] a 
Lys claims on their merits with the purpose mitted by the A.S.L.E.F. and indefinitely ea ‘a —— : Cx “ Siotel | coe 
of reaching direct agreement. To this postpone a just settlement. They felt also reliienaed oe = wethe 7 ¥ ag . hol a 
un the general managers were opposed. that the reference by the tribunal to the August 28, to consider the whole o 
; s ae il co Ae standards of other industries implied that the claims of the trade unions. At the 
They took the view that as there 1s improvement in the conditions of railway’ close of the meeting it was announced 
Lir- conciliation machinery in the railway employees would not be given without net the chain of ts cele eee 
ré industry, which the society helped to undue reference to standards in other be sian rae the Railway Staff 
construct and from which it has not industries. ; Heiteast Tuuiil ds coma tn, 
rs given notice of withdrawal, the claims The railway companies, while not sina gg Mes ioe pte : 
m- should be presented in the prescribed accepting the interpretation which the Railway Staff National Council © 
manner. Moreover, the two other A.S.L.E.F. places upon certain para- [The Railway Staff National Council 
ir unions which represent the men in the graphs in Decision No. 5, agree there met on Tuesday, August 29, to con- 
1n- conciliation and salaried grades would should be no doubt as to the desire of sider claims submitted by the National 
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have a grievance if, when they were 


the parties that equal consideration 


Union of Railwaymen, the Associated 
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Society of Locomotive Engineers and 
Firemen and_ th Railway Clerks’ 
Association [The council could not 
reach agreement on the claims and 
decided to refer them to the Railway 
Staff National Tribunal for decision. 

The following official announcement 
was issued at the close of the meet- 
ing: 

The Railway Staff National Council at 
their meeting in London to-day considered 
the following claims submitted by the 
trade unions : ‘ 

By the National Union of Railwaymen 
\ minimum rate of pay of 50s. a week for 
adult conciliation staff 

By the Associated Society of Locomotive 
Engineers & Firemen Increased rates of 
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pay for drivers, electric train motormen, 
firemen, and engine cleaners. 

Increased holidays with pay from 6 days 
to 12 days per annum. 

Increased minimum payment for Sunday 
duty 

Abolition of extended rosters. 

By the Railway Clerks’ Association.— 
Extra payment for time worked between 
10.0 p.m. and 4.0 a.m. for certain classes of 
employees. 

The whole position was fully reviewed, 
but the council were unable to reach agree- 
ment on the claims. The council, however, 
agreed that the claims were referable to the 
Railway Staff National Tribunal 

Railway Shopmen 
[he Confederation of Shipbuilding 


and Engineering Unions has decided 
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not to accept the decision of the In- 


dustrial Court on the railway shop- 
men’s claim for increased wages. 

The confederation has requested { 
the claim should again be place n 


the agenda of the Railway Shop : 
National Council, a body which 
sists of representatives of the rai 
companies and a large number of 1 
unions. 

It is expected that the unions 
press for a minimum _increast f 
29s. Od. a week—similar to that gra 1 
to other engineers recently—an 
minimum wage of at least 50s. a 
week. 

The claim affects about 100,000 n 








MINISTRY OF TRANSPORT ACCIDENT REPORT 
Crewe, L.M.S.R.; March 19, 1939 


Lt.-Colonel A. H. L. Mount con- 
ducted the inquiry into the accident 
which occurred at about 11.43 a.m. on 
Sunday, March 19, 1939, at Crewe 
station. Locomotive No. 2565, a 2-6-4 
tank, was propelling a bogie van and 
passenger coach, detached from the 
8.45 a.m. train from Preston to Euston, 
and intended to be placed in No. 5 
through line. Because of a verbal mis 
understanding between those in charge 
of the movement and the signalman in 
the South Junction box, the shunt was 
diverted into No. 1 up slip siding, and 
collided with the corner of a_ bogie 
containing a_ theatrical party, 
which had previously been shunted off 
the 9.20 a.m. train from Llandudno to 
Coventry. This bogie coach was stand 
ing in No. 2 slip siding at the end of 


coat h 


four other vehicles and was fouling 
No. 1 siding; seven passengers in it 


were injured, one seriously, and one 
passenger in the coach being propelled 
was also injured. As the enginemen 
thought they were to proceed for some 


way along the straight track, their 
speed was 10 to 15 m.p.h., much in ex- 
cess of the speed they would have 
observed had they realised that a 


movement into the siding was to be 
made. The signalman, S._ Jones, 
thought that the engineman intended 
to go into No. 2 siding to pick up the 
five vehicles. That siding is gained 
from No. 1 siding via weighted hand 
points lying normally for No. 1, which 
in its turn is gained from No. 5 plat 
form line through No. 77 points. Set 
ting back movements are controlled by 
a signal, No. 18, reading for 13 direc- 
tions, two of which include Nos. 1 and 
2 sidings, for which No. 77 points re- 
quire to be reversed, the other 11 
routes including those points normal. 
Acting Inspector T. H. Ollier was in 
charge of the movements consequent 
on the arrival of the trains involved 
and his intentions were fully under- 
stood by Yard Foreman H. E. Bourne 
and Shunter D. J. Morgan, who were 
directly concerned. Movements seem to 
have been affected by the Preston train 
arriving second instead of first. There 


was some contradictory evidence re- 
garding telephone messages sent by 
Bourne and Ollier to the signal box, 
but Ollier declared he was satisfied that 
Jones understood what was required. 

Bourne, although not agreeing with 
Oilier as to the sequence of the con- 
versations, thought that Jones under- 
stood what was intended and that the 
shunt was to go to No. 5 through 
line first. Jones contended there was 
no misunderstanding on his part, and 
said: ‘‘ My setting of the movement 
into the siding was not a mistake, it 
was a deliberate movement.’’ He 
theught he was obeying the inspector’s 
instructions. He had worked with 
Bourne and Ollier for years: there had 
never been any misunderstanding be- 
fore and _ their instructions were 
‘always quite definite.”’ 

Driver W. Dickinson said he was in- 
structed by Morgan to proceed first to 
No. 5 through line. Morgan was on 
the footplate and informed him when 
No. 18 signal was cleared. Dickinson 
realised what was happening when the 


coach next to his engine’ turned. 
Morgan generally confirmed his evi- 
dence. He would have been on the 


ground to operate the hand points had 
they been intending to go into the No. 
2 siding. This was the first occasion 
he had been wrongly routed at No. 18 
signal in five years’ experience as 
shunter at Crewe. 


Chief Inspecting Officer’s 
Conclusions and Remarks 


The use of these sidings for stabling 
loaded passenger vehicles had no bear- 
ing on the collision, which was the 
outcome solely of the incorrect diver- 
sion of the shunt movement, but the 
use of No. 2 siding via hand-worked 
points for this purpose arises in con- 
nection with the matter. Placing a 
loaded passenger coach in No. 2 slip 
is understood to be contrary to prac- 
tice and, perhaps, to instructions; it 
seems desirable to ensure that in future 
any vehicles placed therein are not 
permitted to remain foul of No. 1 slip, 
whether time can be saved thereby or 


not. The weight of Bourne d 
Ollier’s evidence, with that of the 
enginemen and Morgan, leaves no 


alternative but to conclude that Jones 
must have misinterpreted the inst: 
tions from the platform. The presence 
of an engine and coach on No. 5 
through line may have contributed to 
put him off his guard. He said he 
would have raised the question of the 
disposal of this engine, had he realised 
that a movement along that line was 
desired. No doubt he thought he was 
acting correctly, and, apparently, must 
have jumped to the erroneous con 
clusion that the usual movement was 
required. He may have paid _ in 
sufficient attention to the instructii 
or, more probably, he forgot what had 
been said. In all the circumstances 
it is felt that individual responsibilit: 
cannot be reasonably assessed in this 
case, which amounts to an_ extra 
ordinarily unlucky mischance. All me: 
concerned had long experience, full 
knowledge of the working, and ex 
cellent characters. Traffic staff should 
however, have their attention drawn to 
the necessity of exercising the utmost 
care when describing their requir 
ments to signalmen. It is felt that her 
they were not sufficiently explicit. 

The only thing that would have 
safeguarded Jones’s error would have 


been a route indication at No. 18 
signal, which leads in 13 directions 


Its practicability has been discussed 


with the company’s officers. It and 
other signals were introduced many 
years ago but, under modern con 


ditions of pressure, it seems desirable 
that .a definite indication should be 
displayed to inform a driver of the in- 
tended route. Having regard to the 
colour-light signalling now in progress 
at Crewe and the rebuilding of the 
South Junction box where the view of 
the yard will not be so good as at 
present, it is recommended that con- 
sideration be given to the provision 
either of full route indications at such 
signals, or additional shunt signals for 
each junction in succession. Drivers 
would thus receive the requisite in- 
dication of the route over which they 
were expected to proceed. It is hoped 
that it will be found practicable to 
adopt this principle for all movements 
controlled by shunt signals. 
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Northern Ireland Transport 


Report of Joint Select Committee 


Joint Select Committee set up 
Government of Northern Ire- 
last December to consider the 
R t otf the McClintock Committee 
) report on the measures neces- 
5 to ‘‘ place transport in Northern 
| { on a sound and _ economic 
basis,’’has now issued its report. The 
ittee expresses the opinion that 
wversight of transport should be 
function of . Government. The 
{ 1 is, it adds, that the real issue 
is the issue between public and 
private transport. In this connection, 
the report, estimates of tonnage 
mreliable but private transport 
Northern Ireland probably does 
than as much haulage work in 
handise, including minerals, as 
t railways and the board together, 
there is a sharp and continuing 
‘ase in private transport. The re- 
reviews in detail the present 
tion so far as it affects the three 
in railways and the _ Transport 
Board. In the case of the railways 
there is a serious loss on freight reve- 
nue, and the Transport Board’s re- 
turns also show heavy losses on the 
freight side. The co-ordination made 
obligatory under the Act has not been 
ttained and is more remote than 
ever. 
Railway Rationalisation 
(he committee dces not feel itself 
ipetent to make recommendations 
to the closing of railway branches 
lines, but feels that the existing 
ilway system would benefit from a 
process of rationalisation, in this and 
other ways. As regards the recom- 
endations of the McClintock Com- 
mittee, the existing railway system, 
ys the report, need not be retained 
in its entirety but certain main lines 
hould be kept in service. The con- 
tinuance of public road transport is in 
the public interest, and as regards the 
oposition that the railways should 
assisted at the expense of road 
transport, this depends on what the 
true nature of the effective co-ordina- 
tion may be. Here again the report 
refers to the possible rationalisation 
ind ‘‘ pruning ’’ of both components. 
The McClintock Committee recom- 
mended the formation of a new body 
to acquire the undertakings of the 
lransport Board and the railways, but 
some method more gradual might 
complish what is required with less 
delay,’’ and as to the proposed pool 
with the Great Northern Railway, the 
ttendant difficulties render success un- 
ikely. In any case the existing Trans- 
ort Board should continue as a statu- 
tory body during co-ordination, 
ubject to its reorganisation. 


A Ministry of Transport 
The specific recommendations of 
the select committee lay it down that 
the general oversight of transport 


should be a function of Government, 
under a particular department, with 
a minister directly responsible to Par- 
liament. The minister, it is recom- 
mended, should be given wide powers 
of making orders, schemes, and regu- 
lations, and he should be assisted by 
a transport adviser and a consultative 
committee representative of the public 
interest. The existing Transport Board 
should continue as a statutory body 
during the co-ordination period, sub- 
ject to its whole organisation being 
examined and retrenchment hastened. 
Its passenger section should be kept 
financially distinct from the freight 
and surplus freight and other redun- 
dant assets realised. Every reasonable 
means, the report continues, should be 
taken to bring about the internal re- 
organisation of the _ railways. The 
existing pooling scheme and standing 
joint committee should be abolished, 
and a small joint committee should be 
set up, charged with co-ordination. If 
action on these lines prove successful, 
the expediency should be considered 
of amalgamating the interests involved. 
In addition provision should be made 
for the remission to local hauliers of 
road freight services in certain rural 
areas and a settlement commission set 
up to deal with the problem. The ur- 
gent need is to fashion a system which 
will give the most economic and con- 
venient service possible. 
Unfair Competition 

The Select Committee agrees with 
the McClintock Committee that ‘‘ the 
elements of unfair competition under 
which public road transport and pri- 
vately-owned vehicles compete for the 
business of goods transport, should, 
so far as possible, be eliminated.’’ It 
is recommended that machinery be 
established for ensuring that wages 
paid to road haulage workers be fair 
and reasonable, with an increase in 
the penalties imposed by the Truck 
Acts. There should be a strengthen- 
ing of the restrictive provisions of the 
Act of 1935 in order to prevent eva- 
sion. As regards licences the existing 
machinery can fairly answer the pur- 
pose, but the committee agrees with 
the McClintock Committee that in re- 
gard to the suggestion that there 
should be a restriction on the use of 
goods vehicles, ‘‘ any such radical in- 
terference with the right of individual 
traders to provide their own transport 
for their own goods would not be 
warranted, and would arouse _ bitter 
opposition.”’ 


Financial and Subsidiary 
Recommendations 
The report concludes with a number 
of subsidiary recommendations. With 
regard to the stockholders of the Trans- 
port Board the committee explains 
that the ‘‘A’”’ stock, amounting to 
£410,469 was issued in respect of the 
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tangible assets of former operators, 
and the ‘‘B’”’ stock, amounting to 
£433,830, in respect of goodwill. It 
points out that the appropriate cash 
basis for redemption cannot be related 
solely to market values or the bare 
legal rights of the stockholders, and 
adds that the credit of the Government 
of Northern Ireland is involved. It 
expresses the opinion that it would be 
best to redeem all the issued stock of 
the board by giving the holders a pay- 
ment in cash or an equivalent amount 
of Government stock, and that on re- 
demption all interest in arrear should 
be paid. It is recommended that the 
Belfast Corporation should remain as 
it is, and, as regards the Londonderry 
Corporation, the committee doubts the 
competence of the Parliament of Nor- 
thern Ireland to determine the rights 
of the corporation without compensa- 
tion. With respect to the Clogher Val- 
ley Railway the Select Committee 
agrees with the McClintock Committee, 
that there is no economic justification 
for this railway to continue to operate. 
The committee also agrees that the 
provision of the Act as to publication 
of charges and undue preference should 
be suspended for a period of years to 
enable a rate structure to be built up 
based on experience. 

The report concludes by recommen- 
ding immediate and energetic action, 
adding that a definite policy must be 
decided by the Government in the near 
future if the situation is to be saved. 


The Clogher Valley Railway 

The report adds that this railway 
costs the Government about £11,000, 
and the County Councils of Tyrone and 
Fermanagh about £1,000 per annum. 
Its continued existence is due not to 
fear of any lack of transport facilities 
if it were closed, but to the extremely 
complicated legal and financial pro- 
blems which its abandonment would 
present. Chief of these is the ques- 
tion whether the guarantee given at 
the railway’s inception by the Grand 
Juries (now the County Councils) of 
Tyrone and Fermanagh in respect of 
interest at 5 per cent. on the subscribed 
capital of £123,310 is perpetual or 
limited in character. 

A memorandum by the Ministry of 
Finance which forms Appendix X of 
the report, states that the Clogher 
Valley Railway Company was construc- 
ted by authority of a Provisional Order 
made under the Tramways and Public 
Companies (Ireland) Act. The nomi- 
nal capital is £150,000 divided into 
15,000 shares of £10 each. Of these 
shares 12,331 have been issued. The 
railway has never earned a dividend 
and has worked at a loss every year 
since 1912. Except in 11 of the 52 
vears of its existence, working expenses 
have always exceeded the gross reve- 
nue. Negotiations have taken place 
in regard to either the disposal of the 
railway or its closing down, first with 
the Great Northern Railway and later 
with the Belfast Omnibus Company. 
Neither offered adequate solution. 
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NOTES AND NEWS 


Private Railway Absorption in 
the Netherlands.—Negotiations are 
in progress for the Netherlands Railways 
to take over the Sauwerd-Roodeschool, 
Slochteren-Weiwerd, and Alkmaar- 
Warmenhuizen lines, as from January 1, 
19A(), 


Schofield Technical Institute, 
Mexborough.—A large new technical 
institute has just been opened at Mex- 
borough to serve a wide area in South 
Yorkshire. The accommodation in this 
institute is for approximately 800, and 
it will be used both as a day technical 
school and an evening technical insti- 
tute. The subjects to be taken cover a 
wide range to meet the needs of tech- 
nical and commercial requirements 
within the area. 

Two New Streamliners for U.S.A. 
Railways.—The joint purchase of two 
more streamlined diesel trains is planned 
by the Union Pacific, the Southern 
Pacific, and the Chicago & North 
Western systems, reports Reuters Trade 
Service from New York. They will be 
of the same type as the recently wrecked 
City of San Francisco. One train will 
be used on the same service as the 
wrecked train, Chicago to San Francisco, 
and the other on the Los Angles 
Chicago run. 

Level Crossing Collisions in Hol- 
land.—From November 1, 1937, to 
October 31, 1938, there were 8 collisions 
at level crossings in Holland, 
there were watchmen, two with fatal 
results. At the unwatched crossings 
there were between October, 1937, and 
October, 1938, 116 collisions, in which 
35 persons were killed and 30 injured. 
There are 2,245 level crossings on the 
Netherlands Railways, 1,292 having 
neither barriers nor watchmen, on the 
main lines; on the secondary lines 
there are 1,099 crossings, of which 939 
are unwatched. 


where 


Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Rail- 
way for July, 1939, amounted to 
$11,657,000, an increase of $567,000 in 


comparison with July, 1938. Work- 


ing expenses totalled $11,031,000, or 
$448,000 more, leaving net earnings 


$119,000 higher, at $626,000. For the 
first seven months of 1939 gross earnings 
were $73,465,000, an _ increase of 
$1,087,000 in comparison with the 
corresponding period of 1938, and the 
net earnings of $5,977,000 showed an 
advance of $2,789,000. 


Canadian National Earnings. 
Gross earnings of the Canadian National 
Railways in July, 1939, were 
$15,563,648, an increase of $1,386,931 
in comparison with July, 1938. Opera- 
ting expenses amounted to $15,348,721, 
with an increase of $1,075,046, resulting 
in net earnings of $214,927, which con- 
trasted with a deficit of $96,959 in 
July, 1938. Aggregate gross earnings 
for the first seven months of 1939 
totalled $103,245,178, an increase of 


$6,308,902,000 in comparison with the 
corresponding period of 1938, and the 
deficit on working was $290,491, or 
$5,486,451 lower than a year ago. 


Landslide near Stafford, L.M.S.R. 

Heavy rain on the night of August 26 
flooded Shugborough tunnel on the 
L.M.S.R. Trent Valley main line and 
caused other damage necessitating the 
diversion of traffic via Birmingham. 


L.M.S.R. Excursion Trains in 
Collision.—-Early on the morning of 


August 25 a return excursion train from 
Southport to Aspatria, ran into the 
rear of an excursion from Southport to 
300tle, as the latter was pulling out of 
Kirkby-in-Furness station, L.M.S.R., 
damaging the last two vehicles. A num- 
ber of passengers received injuries. 


Buffer-stop Collision at Waterloo, 
Southern Railway.—Shortly before 
3.0 p.m., on Saturday, August 26, the 
12.37 p.m. 12-coach express electric 
train from Portsmouth to Waterloo 
which was running late—ran into the 
hydraulic buftfer-stops at Platform 12, 
Waterloo station. The last vehicle but 
one of the secoad four-coach unit over- 
rode the buffers of the rear motor coach 
in that unit, but serious damage was 
prevented by the Pullman _ vestibule 
connections. Several passengers were 
treated for cuts, bruises, and shock. 


Fifty Years of the Rhaetian Rail- 
way.—-Iwo pages in the August issue 
of La Suisse place on pictorial record 
the fact that this autumn the Rhaetian 
Railway will have completed 50 years of 
life, its first section—from Landquart 
to Klosters—having been opened on 
October 9, 1889. Other sections were 
opened as follow : 


1890. 
1896. 


Klosters—Davos 

Landquart—Thusis 
Reichenau—Ilenz. 
Thusis—St. Moritz. 

9 J Samaden.- Pontresina. 

“| Davos-—Filisur. 
Ilenz—Disentis. 


1903—4 


1908 
1912-13. 


At the present time the railway has 
276 km. of electric line, of which 3 is 
on curves, 30-5 km. are in tunnels 
(numbering 81), and 9 km. are carried 
on 376 bridges. Among the pictures 
reproduced in La Suisse are a group 
of directors taken during construction 
of the Albula tunnel, and the first 
locomotive for the Landquart-Davos 
section. 


Clyde Paddle Steamer to be 
Broken Up.—tThe paddle steamer Glen 
Rosa, which has been well known on 
the Clyde for nearly 50 years, was 
towed from the Albert Harbour, Gree- 
nock, to Dalmuir, on August 23, to be 
broken up. The Glen Rosa was the 
second oldest vessel of the Clyde 
passenger fleet. She was built by J. & G. 
Thomson, Clydebank, in 1893, for the 
old Glasgow & South Western Railway 
Company, and passed into the L.M.S.R. 
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service on grouping. Until a year of 
two ago, the Glen Rosa was regul 
engaged on the winter service betw: 
Ardrossan and Arran. During the 

she was employed as a mine-swe¢ 
and was reconditioned for the C| 
passenger traffic at the close of hos 
ties. 


L.N.E.R. (Scottish Area) Loconio- 
tive Running Department Reor¢ga:'- 
sation.—The headquarters of e 
L.N.E.R. (Scottish Area) Locomot 
Running Department were transfe1 
on July 1 from Glasgow to Edinbu 
Concurrently, arrangements were m 
for district locomotive running suj 
intendents to be appointed at Glas¢g 
Edinburgh, and Burntisland, with ot 
stafts organised on a joint basis with 
District Superintendent at Glasgow ai 
the district operating superintendents 
Edinburgh and Burntisland respective! 
The appointments which have be 
made are recorded in our Personal 


« 


columns on page 327. 








Doubling the Hatton-Bearley 
Line, G.W.R. 


In March of 1938 the G.W.R. unde: 
took the work of doubling the 4} miles 
of line between Hatton and Bearley, 
on the link between Stratford-on-Avoni 


and Leamington. No particular engi 
neering difficulties were encountered, 


and advantage has been taken of the 
opportunity afforded by the doubling 
to realign, for fast running, the curves 
throughout the section. The doubl 
track was opened to all traffic on 
July 2 last, and this completes th 
doubling of the whole branch, as the 
section between Stratford and Bearley 
was carried out in 1908. 

The main feature of the present 
work has been the provision of exten 
sive additional accommodation at 
Claverdon, where a new station, com 
prising two platforms, each 450 ft 
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long th waiting-room accommoda- 
tion each platform, has been con- 
stru adjoining an_ overbridge. 
Ther re short ramped approaches 
betw the main road and the plat- 
fort nd the station buildings, con- 
sistine of booking and parcels offices, 
ar i the up side. <A_ reinforced- 
col footbridge connects the down 
plat n with the booking office. The 
old tion at Claverdon is being con- 
vel into a good lock-up, and the 
old tion wharf has been replaced by 
4 ige yard. A new signal box 
tal the place of two ground frames 
for rly in use. 

\t Bearley, the up and down plat- 
for originally 285 ft. and 375 ft. 


lor have been lengthened to 450 ft. 
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acquired by the G.W.R. for doubling 
this portion of the railway. Some 
30,000 cu. yd. of excavation were 
removed in widening the cuttings, and 
it was found possible to use most of 
the excavated material in giving addi- 


tional width to embankments. The 
steel superstructures of four small 
bridges were widened. For one bridge 
if was necessary to demolish the old 
wing walls for extension of the abut- 
ments to carry the additional super- 
structure. Electric lighting has been 


brought into use throughout; new lock- 
ing frames have been installed in the 
signal boxes at Hatton and Bearley; 
and the well-water supply at Claverdon 
has been replaced by one taken from 
the Birmingham waterworks. 

under 











al 50 ft. respectively; the construc- The works were carried out 

tic f the new portions is of pre-cast the direction of Mr. R. Carpmael, Chief 
reinforced-concrete trestles and deck- Engineer, G.W.R., and the contract 
in overed with fine tarmac; a steel work was supervised by Mr. R. H. 
footbridge now connects the platforms. Cunningham, who contributed a _ brief 
The stationmaster’s office and waiting account to the August issue of the 
r on the down platform have been Great Western Railway Magazine, to 
rebuilt. which we are indebted for certain of 

Very little additional land had to be — the above particulars. 

. . 4 
British and Irish Traffic Returns 
Totals for 34th Week Totals to date 
GREAT BRITAIN —- “ees imeem 
1939 1938 Inc, or Dec. 1939 1938 | Inc. or Dec. 
| | 

L.M.S.R. (6,828 mls.) | f | £ £ £ f | £ 
Passenger-train traffic... 602,000 | 608,000 | 6,000 17,994,000 18,203,000 209,000 

Merchandise, &c. 509,000 | 411,000 98,000 | 15,979,000 28: 696,000 

Coal and coke 272,000 230,000 42.000 | 8,969,000 497,000 
Goods-train traffic 781,000 641,000 140,000 | 24,948,000 | 23,755,000 | +-1,193,000 
fotal receipts ... ..-| 1,383,000 | 1,249,000 134,000 | 42,942,000 | 41,958,000 | 984,000 

} 

L.N. E.R. (6,320 mls.) | 
Passenger train traffic... 429,000 | 415,000 14,000 | 11,687,000 | 11,729,000 | 42,000 

Merchandise, &c. 375,000 286,000 |+ 89,000 | 10,974,000 | 10,760,000 |+ 214,000 

| - 

Coal and coke 227,000 198,000 29,000 8,490,000 | 7,961,000 | 529,000 
Goods-train traffic 602,000 484,000 |+4+ 118,000 | 19,464,000 | 18,721,000 743,000 
fotal receipts ... ...| 1,031,000 899,000 132,000 | 31,151,000 30,450,000 |+ 701,000 

‘ -9Q7 | : 4 

G.W.R. (3,7373 mls.) | | 

Passenger-train traffic...| 288,000 265,000 23,000 7,674,000 7,659,000 | 15,000 


Merchandise, &c. ..| 222.000 169,000 





+ + 


+ 


Coal and coke ...| 110,000 110,000 
Goods-train traffic 332,000 279,000 
otal receipts 620,000 544,000 

S.R. (2,142 mls.) | 
Passenger train traffic... 420,000 402,000 

Merchandise, &c. 64,500 | 58,500 

Coal and coke 34,500 | 32,500 
Goods-train traffic 99,000 91,000 | 4 
otal receipts 519,000 | 493,000 
Liverpool Overhead 1,436 | 1,427 

6} mls.) | 
Mersey (43 mls.) ae 4,351 4,066 |-4 
*London Passenger | 

lransport Board 568,400 | 550,000 

IRELAND. 
Belfast & C.D. pass. | 3,698 | 3,437 
80 mls.) | 
soods 453 447 |4 
total | 4,151 | 3,884 
Great Northern pass. 15,650 | 15,200 |-+ 
343 mls.) | 
gor ds 10,750 9,800 
total 26,400 25,000 | 4 
Great Southern pass. 52,090 49,637 | +4 

2,076 mls.) 

a goods 38,475 | 40,579 | 
oe total 90,565 90,216 | 


| | 
| { | 


53,000 6,836,000 6,237,000 |+ 599,000 


3,783,000 | 3,647,000 | 136,000 
53,000 | 10,619,000 9,884,000 | 735,000 
76,000 | 18,293,000 | 17,543,000 750,000 

| | 

18,000 | 11,493,000 | 11,415,000 14 78,000 
6,000 2,094,000 2,040,000 | 4 54,000 
2,000 | 1,082,000 1,029,000 | 53,000 
8,000 3,176,000 3,069,000 107,000 


26,000 | 14,669,000 | 14,484,000 |-+ 185,000 


47,087 1,109 


9 48,196 
285 152,529 149,057 |-+ 3,472 
18,400 | 4,635,000 4,450,200 |+ 184,800 

| | 
261 92,344 89,640 | 4 2,704 
6 14,833 14,597 |+ 236 
267 107,177 | 104,237 | 4 2,940 

| 
450 389,400 | 379,250 |+ 10,150 
950 | 341,300 | 300,100 |4+ 41,200 
1,400 730,700 | 679,350 |+ 51,350 
2.453 | 1,259,066 | 1,258,259 |4 807 
2,104 | 1,356,740 | 1,318,925 |4- 37,815 
349 | 2,615,806 | 2,577,184 |+ 38,622 





* 8th Week (before pooling) 
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British and Irish Railway 
Stocks and Shares 


Prices 
4 ne 
£2 $8 
Stocks BO ES Aug. ties! 
Tr pe) 30, | ‘Fall 
1939 
G.W.R. 
Cons. Ord. ..| 651g | 2534 | 2810 | +1, 
5% Con. Prefce.....11854 | 74 80 | 
5% Red. Pref.(1950)|11154 | 90 921, pats 
4% Deb. ... eS 971g | 9419 +41 
44% Deb.... wee L125,6 10019 9712 - 
44% Deb.... ... 11812 104 102 
5% Deb. ... «13112 |119 11212 
24% Deb.... .-.| 6934 | 60 58 
5% Rt. Charge ...|129 114 106 
5% Cons. Guar. ...|12812 |103 100 +1 


L.M.S.R. 


Ord. nie .--| 301g | 11 1212 |+12 

4% Prefce. (1923) | 7014 | 23 | 37% |43 

4% Prefce. .e-| 821g | 4334 | 524g (42 

5% Red. Pref.(1955) 10312 | 66 77g | - 

4% Deb. ... | 10513)6 85 8712 

5% Red.Deb.(1952) 11444 105 104 | —2 

4% Guar. oof L023g | 7712 | 77 +2 
L.N.E.R. 

5% Pref. Ord. 8916 312 4 

Def. Ord. ... 4716 21ig| 27% 

4% First Prefce. 6814 21 30ln [42 

4% Second Prefce.| 2714 8 10 — 

5% Red. Pref.(1955), 97 4014 | 46 = 

4% First Guar. 9712 | 6614 | 63 —1,g 

4% Second Guar. | 91l4 | 52 5612 +2 

3% Deb. ... 7914 | 60 59ig |+1 

4% Deb. --./1041g | 77 79 +12 


5° Red.Deb.(1947)|1105g | 97 10212 |—1 


44% Sinking Fund |10811),6)101 98 oa 
Red. Deb. 
SOUTHERN 

Pref. Ord. ---| 87 471 58 

Def. Ord. coe] 2134 91, 13 +1 
5% Pref. ... LTS 83 80 —2 
5% Red. Pref.(1964) 11512 | 98 971, |—1 
5% Guar. Prefce. {12812 |106 105 

5% Red.Guar. Pref. | 116 10812 |105 


(1957) 


4% Deb. ... «10914 | 95 9412 |+1 


5% Deb. ... ---|129 117 11215 
4% Red. Deb. |107 1O11lg |10142 - 
1962-67 | 
Becrast & C.D. 
Ord. = oi @ 31g 4 — 
ForTH BRIDGE 
4% Deb. ... ooo 102 991g | 8312 | — 
4% Guar. ...1031g | 9412 | 8212 = 
G. NORTHERN 
(IRELAND) 
Ord. at 512 212 4 — 
G. SOUTHERN 
(IRELAND) 
Ord. ds ...| 251g | Blo | Qe - 
Prefce. ... eos] OO 13 10 j-1 
Guar. ane .| 7014 | 301339) 2312 |—3 
Deb. cra ooo] 83 56 | 4534 |—1'4 
L.P.F.B: 
44% “A” ..(1195g |10712 |103 |—12 
ao & 130 [117 [107 | — 222 
44% “T.F.A.” .../108 98 101 j—1 
5% * B” .-212218;g105 [102 \|—Ile 
*o anid ---| 84 68 | 65 —Il2 
MERSEY 
Ord. oon .o| 241g 1612 | 22 _— 
4% Perp. Deb. ... 10278 9434 90 —_— 
3% Perp. Deb. ..| 77. | 69 6512 - 
3% Perp. Prefce. | 661g | 57 | 5212 _— 
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Transport Services and the Crisis 


While public train services in this 
country have continued normal opera- 
tion into the ultimate stages of the 
crisis, cancellations on the Conti- 
nental international routes began early 
in the week, and there were some sus- 
pensions of cross-Channel sailings. The 
first moves occurred on Sunday last, 
August 27, when it was announced 
that private traffic on the Reichsbahn 
would be reduced to a minimum as 
from August 28 until further notice; 
as from August 30 the Reichsbahn 
would not guarantee the carrying of 
any private traffic whatever. From 
10 p.m. on Sunday, goods and pas- 
senger traffic to and from Germany 
across the Danish frontier at Padborg 
was suspended. Night sailings on the 
Warnemiinde train ferry, providing an 
alternative route from Copenhagen to 
Germany, were cancelled. Numerous 
special trains were organised on Sun- 
day by the Swiss Federal Railways for 
French, British, Dutch, and Italian 
tourists wishing to return home. 

On Monday the Netherlands Rail- 
ways cancelled international train 
services with Germany, a similar step 
having been taken on the German side 
of the frontier. Local traffic between 
the two countries was maintained. At 
midnight on Tuesday, however, all 
international traffic to and from 
Holland was cancelled on account of 
Dutch mobilisation measures, and a 
restricted service was instituted for 
private internal traffic. Also on Mon- 
day, international trains from Poland 
to Germany were held up at the 
German irontier, and all passenger 
traffic was suspended in Silesia, caus- 
ing the Bucharest—Berlin express to 


be held up at Bytom (Silesia). Train 
services across the Polish Corridor, 
however, were still being maintained, 


and up to August 29 a daily train was 
being run between Cologne and Brus- 
sels. Direct railway communication 
between France and Germany was 
stated to have been suspended ‘* for 
the present.’”” On Tuesday it was 
reported that no German trains were 
entering or leaving Hungary, although 
two Hungarian trains a day were run- 
ning to Vienna and back, and on 
Wednesday the Orient Express was 
suspended. 

A Decree coming into effect yester- 
day (Thursday) placed the French rail- 
ways under military control, and pas- 
sengers or freight for private account 
are to be carried only if their trans- 
port does not conflict with military 
requirements. 

Air Services 

Restrictions on flying over their 
territories imposed by various govern- 
ments caused a curtailment of air ser- 
vices. On Sunday, August 27, Swiss 
services from Zurich, Basle, and 
Geneva, to Lyons, Paris, London, and 
Amsterdam were withdrawn, although 
routes from Switzerland to Germany 
continued running. Air France with- 


drew a number of services on Monday, 
August 28, among which were the 
Paris—Bucharest and  Paris—Berlin 
lines, and the line from Paris to Lyons 
and Cannes. On the other hand, ser- 
vices of the Royal Dutch Air Lines to 
London, which had been suspended, 
were restored on Wednesday with the 
release of pilots from military duties, 
while the Sabena service from London 
to Cologne, Frankfort, Diisseldorf, and 
Berlin has beenuninterrupted. The Luft 
Hansa service between London and 
Berlin has also continued to operate. 


Cross-Channel Routes 

The first cross-Channel service to be 
withdrawn was the Dover-Dunkerque 
train ferry, which was suspended after 
Friday night, August 25. All other 
Southern Railway cross-Channel ser- 
vices are being maintained. On Mon- 
August 28, the L.N.E.R. 
that there would be an 


d iV, 
announced 


outward service to the Hook that 
night but no inward sailing. The 
Harwich—Hook route operated nor- 


mally on Tuesday, August 29. On 
the Harwich—Zeebrugge route sailings 
were suspended after the inwards trip 
on Monday, August 28. 
Home Services 

During the week ended August 26 
the British railways already had well 
in hand their plans for the calls that 


would be made upon them in an 
emergency. The emergency powers 
conferred when Parliament met on 


August 24 enables the Minister of 
Transport to take control of the rail- 
ways. (We refer to this in an edi- 
torial note on page 305.) In the 
event of extensive evacuation a drastic 
reduction of normal services would be 
entailed, and in London the District, 
Metropolitan, and tube systems would 
be practically monopolised by evacua- 
tion parties between 10 a.m. and 
5 p.m. During last week normal sta- 
tion lighting was replaced with blue or 
specially-shaded lamps and_ other 
black-out measures were taken—so 
effectively at Euston, for example, 
that artificial lighting has to be used 
throughout the day. There has been 
some reduction in the frequency of 
certain London bus services, some 
vehicles having been held available for 
the evacuation plans, and others left 
in their garages in readiness for an 
emergency demand. Numbers of buses 
and coaches were used for conveying 
members of the home defence forces to 
their stations. About 240 motor- 
coaches which have been converted 
into ambulances will be available at 
London Transport garages. It is 
announced as we close for press that 
evacuation of children and_ other 
priority classes will begin to-day 
(Friday). 

On Sunday, August 27, the Baker- 
loo Line of London Transport was 
closed between Piccadilly and Elephant 
& Castle to enable certain structural 
work to be carried out, but was re- 
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opened on Monday morning. A special 
bus service was instituted during the 


closure. The same section of line was 
closed for ‘‘ urgent structural wor':s ’’ 
from September 27 to October 8 in the 


crisis last year, when the Northern 
Line was also closed between Strand 


and Kennington stations. Miliiary 
guards were posted at some ra Vv 
stations and bridges in London 4nd 
elsewhere at the beginning of this 


week; they were photographed exicn- 
sively, for example, at Charing Cross 
railway bridge, Southern Railway 

It was announced on Wednes:iay 
that the main-line railway companies 
had completed their arrangements to 
move their headquarters from ihe 
London termini to the Home Counties. 
The companies also announced the {ol- 
lowing instructions for 
travelling during an air raid :— 


passengers 


1. Do not leave the train if it stops 
away from a station unless requested by 
the guard to do so. You are safer where 
you are. 

2. Pull the blinds down on both sides 
day and night as a protection against 
flying glass. 

3. If room is available, lie down on the 
floor. 

Copies of the instructions will be 
posted in the compartments of all 
main-line and suburban trains. Guards 
of all London Transport trains have 
been given special instructions for 
emergency situations. 








AFRICAN CoMPANIES’ ADDRESS 
CHANGES.—The following companies 
have transferred their addresses to 23, 
Sutherland Avenue, Bexhill: British 
South Africa Company ; Rhodesia Rail- 
ways Limited; Beira Railway Com- 
pany ; Rhodesia Railways Trust ; and 
the Victoria Falls & Transvaal Power 
Company. 

INSTITUTE OF FuEL:—It has been 
considered advisable by the Institute 
of Fuel to remove important institute 
records to a country district. Accommo- 
dation has, therefore, been obtained at 
a small private hotel, namely, Stangrave 
Hall, Godstone, Surrey, and the affairs 
of the institute are being conducted 
from there instead of from London until 
further notice. The telephone number 
is Godstone, Surrey, 101. 

C.N.R. Lonpon OFFICE EMERGENCY 
ARRANGEMENTS.—Business will be car 
ried on at the European head office of 
the Canadian National Railways, 17-19, 
Cockspur Street, London, S.W.1, as long 
as practicable. Should it be found im 
possible to conduct business in London, 
an organisation will be maintained at 
Oakenwood, Braywick, near Maiden- 
head, Berks. (Telephone: Maidenhead 
994). Traffic offices at Liverpool, Glas- 
gow, Southampton, and Cardiff will be 
maintained at existing addresses. The 
European Secretary and Treasurer’s and 
Accountancy Departments will con 
tinue to operate from Orient House, 
42-5, New Broad Street, E.C.2, for as 
long as possible. In the event of any 
change as affecting these departments, 
further advice will be given. 
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Indian State Railways 





f nt as Assistant Transportation Super- 
intendent (Rolling Stock), Traction Branch, 
Great Indian Peninsula Railway. 


A! *‘LICATIONS are invited for an appoint- 


Candidates must be British subjects and 
should be under 35 years of age and must 
poss a Science or Engineering degree of a 
eC sed University or equivalent educational 
qualifications, and must have had good prac- 
tical mechanical and _ electrical engineering 
workshop training and not less than five years’ 
subsequent practical experience in a respon- 
sible po st controlling the maintenance and 
operation of electric multiple unit trains and 
cle locomotives A knowledge of general 
electric traction work is desirable. 

Permanent appointment, subject to three 
years’ probation. Pay: Rupees 675 plus £25 
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OFFICIAL NOTICES 


Overseas Pay a calendar month (equivalent 
approximately to £907 10s. Od. p.a.), rising by 
biennial increments to Rs. 775 plus £25 Over- 
seas Pay a calendar month (£997 10s. Od. p.a.), 
with prospect of advancement to Rs. 850 plus 
£30 Overseas Pay a calendar month (£1,125 
p.a.), rising after three years to Rs. 950 plus 
230 Overseas Pay a calendar month (£1,215 
p.a.), and ultimately to Rs. 1, plus £30 
Overseas Pay a calendar month (£1,530 p.a.). 
Provident fund and gratuity. First class pas- 
sage to India, and, if confirmed after proba- 
tion, further passages for purposes of leave. 
(Overseas Pay and leave passages admissible 
only to appointee of non-Asiatic domicile.) 
Further particulars and forms of application 
may be obtained on request by posteara (quot 
ing appointment 1/30H), from HicH Com- 
MISSTONER FOR INDIA, General aR, India 
House, Aldwych, London, W.C.2. Last date for 
receipt of applications 15th September, 1939. 
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Royal State Railways of Thailand (Siam) 


NOTICE. 


EALED Tenders for the supply cf under- 

_ frames for four-wheeled wagons and 
bogies and underframes for bogie carriages will 
be received by the Superintendent of Stores, 
Royal State Railways, Bangkok, Thailand 
(Siam), up to 14.00 o’clock on the 6th Decem- 
ber, 1939, at which hour and date they will 
be privately opened. 

Blank Tender Forms are obtainable from 
Messrs. SanpbBerG, of 40, Grosvenor Gardens, 
London, 8.W.1, and of 25, Beonduay, New 
York, at the price of £5 0s. Od. and U.S . $25.00 
per set each respectively. 

THe ADMINISTRATION, 
Roya State RatLways. 








CONTRACTS AND TENDERS 


\W. G. Bagnall Limited has received an 
order from the Midland Uruguay Rail- 
way for two locomotive boilers. 

-ver Peacock & Co. Ltd. has received 
an order from the Leopoldina Railway 
for one locomotive boiler and a quantity 
of locomotive spare parts. 

Buckley, Saunders & Co. Ltd. has 
received an order from the Assam Bengal 
Railway, to the inspection of Messrs. 
Rendel, Palmer & Tritton, for two 
double-headed and 12. single-headed 
electric rivet heaters. 

Ihe Associated Equipment Co. Ltd. 
has received a contract from the Devon 
General Omnibus & Touring Co. Ltd. 
for 25 Regal oil-engined coaches. 
Throughout the last nine years this 
company has regularly placed orders 
with the A.E.C. when expansion and 
fleet renewals have called for additional 
vehicles, and the latest contract will 
bring the total number of units requisi- 

ned in that period up to 128. i 

N. Hingley & Sons Limited has 
received an order from the South 
Indian Railway, to the inspection of 
Messrs. Robert White & Partners, for 


5} tons of iron chains. 

s Ateliers Metallurgiques, Nivelles, 
has received an order from the Egyptian 
State Railways Administration for the 
supply of 40-ton petroleum tank wagons 
at a total price of £E15,840 (Ref. No. 
E.S.R. 1.14/84). 

Forges Usines & Fonderies, Haine St. 
Pierre, has received an order from the 

syptian State Railways Adminis- 
tration for 20 30-ton petroleum tank 
wagons at a total price of f£E14,800 
Ref. No. E.S.R. 1.14/85). 

S.A. Gilsoco has received an order 
from the Egyptian State Railways 
Administration for 500 metric tons of 
screwspikes (Ref. No. E.S.R. 302G3/ 
25C, total price £E11.675 per ton, for 
delivery Gabbary Quay, Alexandria). 

Soc. Commerciale d’Ougree has re- 
ceived an order from the Egyptian 
State Railways Administration for steel 
fishplates (Ref. No. E.S.R. 302G3/25 
at a price of £E13.850 per metric ton 
for delivery f.o.b, Antwerp). 


Guest Keen Baldwins Iron & Steel 
Co. Ltd. has received an order from 
the Entre Rios Railways for 732 tons 
of 75-lb. per yd. steel rails and 45 tons 
of steel fishplates. 


Stewarts and Lloyds Limited has 
received an order from the Central 


Argentine Railway for 3,000  acid- 
resisting solid drawn _ steel boiler 
tubes. 


The Crown Agents for the Colonies 
have recently placed the following 
orders : 

Babcock & Wilcox Limited: Boilers. 

A.B.C. Coupler & Engineering Co. Ltd.: 
Buffers. 

W. T. Henley’s Telegraph Works Co. Ltd. : 
Cable. 

Thos. Bolton & Sons Limited : 
copper wire. 

Cellactite & British Uralite Limited : Cellac- 
tite sheets. 

C. H. Johnson & Sons Limited : 
pumps. 

J. Wilkes & Sons : Copper wire. 

Wm. C. Jones Limited: Cotton waste. 

Butler Machine Tool Co, Ltd. : Crank shaper 
machines. 

R. A. Lister & Co. Ltd.: Diesel engine and 
Spe ares. 

English Drilling Machine Co. Ltd. : 
machine. 

B. & S. Massey Limited : 
plant. 
British Insulated Cables: Dry core cable. 

Henley’s Telegraph Works Co. Ltd.: Dry 
core cable. 

Ransomes & Rapier Limited: 
equipment for cranes. 

Bullers Limited: Line materials. 

Robert Stephenson & Hawthorns Limited : 
Locomotive boilers. 

J. Stone & Co, Ltd. : 
equipment. 

Churchill Machine Tool Co. Ltd. : 
horncheek grinding machine. 

Steel Peech & Tozer Limited : 
tyres. 

Whitehead Iron & Steel Co. Ltd.: Mild 
steel and rods. 

P. & W. MacLellan Limited: Mild steel 
angles and plates. 

C. Richards & Sons Limited: Rail clips. 

Fairbank Brearley : Spring weighing machine. 

Brush Electrical Engineering Co, Ltd.: 
Static transformers. 

Barrow Haematite Steel Co. Ltd.: Steel 
bearing plates. 

Steel Peech & Tozer: Steel tyres. 

Superheater Co. Ltd. : Superheater elements. 

Chloride Electrical Storage Co. Ltd.: Train 
lighting spares. 

Belliss & Morcom Limited : 

Baker & Bessemer Limited : 
axles. 

Eyre Smelting Co. Ltd. : 


Cadmium 


Centrifugal 


Drilling 


Drop stamping 


Electrical 


Locomotive headlight 
Locomotive 


Locomotive 


Turbo-alternator. 
Wheels and 


Whitemetal 


The Quasi Arc Co. Ltd. has received 
an order from the Great Western 


‘Railway of Brazil for one portable 


motor generator electric-arc welding 
plant and accessories. 


Steel Peech & Tozer has received an 
order from the Egyptian State Railways 
Administration for mild steel slabs 
at a total price of approx. £366, f.o.b. 
Liverpool (Order No. 1.523). 


The Egyptian State Railways Admin- 
istration has placed orders for cable 
(Ref. No. E.S.R. 330G8/127) at total 
prices as follow :— 

Kabelwerk Duisburg am Rhein: Items 7 to 
10, £871, delivered f.o.b. Amsterdam. 

Soc. italiana Pirelli: Items 1, 4 and 5, 
£1,705, delivered Gabbary Quay, Alexandria. 

C. J. Vogel Draht und Kabelwerk: Items 


2, 3 and 6, £423, delivered t.o.b. Hamburg. 


The Mozambique Directorate of Ports, 
Railways, and Transport is calling for 
tenders, to be presented in Lourenco 
Marques by November 9, for the supply 
of steel wagons, coupling heads, tyres, 
&c. Firms desirous of offering equip- 
ment of United Kingdom manufacture 
can obtain further details of this call 
for tenders upon application to the 
Department of Overseas Trade, 35, Old 
Queen Street, London, $.W.1. Reference 
number T.Y. 26374/39 should be quoted. 








ExcursION TO L.N.E.R. STATION 
GARDENS.—-Inspection of attractive 
station gardens at Spennithorne and 
Aysgarth was included in a scenic excur- 
sion from Leeds to York arranged by 
the L.N.E.R. for Sunday last, August 
27. Wensleydale, Aysgarth Falls, 
Hawes, and the Pennine country to 
Settle were also included in the tour, for 
which a special buffet car train with 
wide windows and comfortable bucket 
seats was provided. The L.N.E.R. 
“ Best Kept Stations Competition,’’ in 
which Spennithorne and Aysgarth are 
taking part, has about 600 entries each 
year. The winning stations receive 
money prizes for distribution to the 
staff, and the scheme promotes healthy 
rivalry between the railwaymen gar- 
deners of the system. Their efforts 
result in beautiful floral displays at 
many of the wayside stations, which 
add to the attraction of railway travel. 
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Railway Share Market 
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Despite alternating hopes and fears as travelling, but for the time being it is deferred continued to change hands und 
to the outcome of the crisis in the European hardly likely that the securities of the main 12}. The 4 per cent. debentures r ned 
situation, calm conditions were again in line companies will move contrary to the at 934, but the 5 per cent. preferer vent 
evidence in the City The volume of general market trend. back further from 81} to 80. ion 
business was extremely small, but in the As compared with a week ago Great Transport ‘“‘C’”’ was around 66, the 
absence of heavy selling, there was a better Western ordinary has rallied from 26} to 4$ per cent. “A” stock rose a px to 
tone in the stock and share markets, and 28}, and the 4 per cent. debentures were a 1053. As in all sections of the “tock 
movements in values, although moderate, point better at 934, but the 5 per cent. Exchange, however, business remait ma 
were mostly in favour of holders The preference was lower at 79, compared with limited scale and in many instances rather 
doubling of the bank rate and the fixing 804. L.M.S.R. 1923 preference, which wide margins between buying and ing 
of minimum prices for gilt-edged securities improved on the week from 34 to 38}, prices have continued to rule. Quot itions 
was followed by a lowering of quotations was assisted to some extent by estimates were, nevertheless, inclined to 1 on 
for most interest-bearing securities, but that the full dividend on this stock is now only a small improvement in demar 
later, when gilt-edged changed hands probably being earned. The 4 per cent Towards the middle of the week n- 
above the minimum prices, the debentures preference was also better, having recovered tine railway securities showed od 
and prior charges of the home railways from 50 to 524, while the 4 per cent recovery, but this was largely a re tion 
showed fractional gains, and in the majority guaranteed was practically higher at 76, of the improvement in general ket 
of cases they were fairly well maintained compared with 753, and the 4 per cent. sentiment, and what buying developed was 
on balance for the week debentures were 87}. L.N.E.R. first confined to the ordinary stocks. Neverthe 

In view of the inactive market conditions preference gained a point to 29, and the less, B.A. Great Southern 5 pe nt 
and the widespread belief that the trend second preference was firmer at 10. More- preference rallied from 18 to 19$ and Central 
in all sections of the Stock Exchange in over, the first guaranteed, which was 614 Argentine 44 per cent. preference tran red 
the more immediate future will be governed a week ago, recovered slightly to 624, up to 203 at one time B.A. & Pacifi per 
by the international news, it could not be while the second guaranteed was 55}, cent. debentures made the better ice 
anticipated that junior stocks of the home compared with 544 a week ago. The 4 per of 564 and fractional gains were sh by 
railways would respond to the improvement cent. debentures were little changed at 78, Cordoba Central debentures. Dealines in 
in the labour position and the good traffic and the 3 per cent. debentures were 573 American railway shares were on he 
figures. Traffics for the current week are Southern stocks also reflected the slightly limited scale necessitated by Treasury 
expected to make an excellent showing, better market tendency, the preferred restrictions Canadian Pacific share ind 
particularly in view of the big emergency having shown a small rally to 58, while the preference stock were slightly better in price 

‘ . . . Se , 
lraffic ‘able of Overseas and Foreign Railways Publishing Weekly Keturns 
72) 
Traffic for Week = Aggregate Traffics to Date Prices 
Railway oe Week = — S 
Railways ope <r “i Trtale ) ~ Ss i 
1938-39 Ending Total Inc. or a S Totals Increase or Stock 32 ee ee 
apes comparec Serreace zD La 2n 2 
this year with 1938 y This Year Last Year Decreas Sa a 
£ £ f £ f 

Antofagasta (Chili) & Bolivia 834 27.8.39 17,500 3,600 34 $39,240 528,500 _ 89,260 Ord. Stk. 14 7\4 51 Nil 

Argentine North Eastern 753 25.8.39 12,506 + 285 9 93,504 97,134 oa 3,630 o 61g 2 $ly Nil 

| Bolivar 174 July 1939 4,200 + 550 30 29,150 26,250 + 2,900 6p.c. Deb. 8 7 7 Nil 

| Brazil ‘ : «e - - - Bonds, 10 4 5lo 91i¢ 
| Buenos Ayres & Pacific : 2,801 75,310 ,280 9 623.760 609,183 + 14,577 Ord. Stk. 6lp 314 $ Nil 
3uenos Ayres Central . 190 $140,500 $20,500 7 $788,000 $762,800 $25,200 Mt. Deb. 1519 8 11 Nil 

Buenos Ayres Gt. Southern 5,082 118,548 — 5,894 9 966,315 — 73,078 Ord. Stk. 17516 8lo 61 Nil 

Buenos Ayres Western 1,930 39,702 4 3,474 9 340,819 27,235 % 1234 5 5lp_ONill 

Central Argentine .. .. 3,700 122,881 + 16,336, 9 1,064,026 196,041 i 1314 534 Glo Nil 
Q o - _— - Did. 6 2l9 2lp_—sCONil 
= | Cent. Uruguay of M. Video 972 12.8.39 14,904 1,744 7 104,690 108,658 — 3,968 Ord. Stk. 3 11g ihe Ni 
= | Costa Rica o ; 188 June 1939 25.240 6,129 52 270,756 314,399 — 43,643 Stk. 28 22'p | 22lp | 87g 
“ | Dorada : : 70 July 1939 14.500 — 4,400 30 95,100 114,600 — 19,500 1 Mt. Db. | 10514 104 1021 573 
= | Entre Rios .. - 810 26.8.39 17,407 + 707 9 143,610 133,020 10,590 Ord. Stk. 714 3lg 4lo Nil 
= < Great Western of Brazil 1,092 19.8.39 4,800 - 200 «33 265,000 216,900 aa 48,100 Ord. Sh. 3 1/ ly Nil 
> International of Cl. Amer.. 794 June 1939 $433,084 $7,473 26 $3,234,011 $3,010,488 + $223,523 — ales one a“ 
~ | Interoceanic of Mexico - - _ — - Ist Pref. 6d. 6d. lg Nil 
*% | La Guaira & Caracas : 223 July 1939 6,490 + 1,145 30 41,920 35,580 + 6,340 Stk. 8 61 71o Nil 
= | Leopoldina .. oe ..| 1,918 26.8.39 23,083 3,463 34 672,620 666,493 6,127 Ord. Stk. 4 1 l Nil 
2 | Mexican . . . 83 21.8.39 $286,000 $35,500 8 $2,003,100 $1,988,800 $14,300 me 14 lig Ig | Nil 
A | Midland of Uruguay 19 July 1939 9,153 — 74 4 9,153 9,227 = 74 ae 1g lp lp Nil 

Nitrate ; an 386 15 8 39 4,881 971 32 75,199 96,357 — 21,158 | Ord. Sh. | 52/9 19; 15g 714g 

Paraguay Central . 274 25.8.39 $2,930,000 $236,000 9 $28,624,000 $27,536,000 +$1,088,000 Pr. Li. Stk. 60 55)0 401pn 141346 

Peruvian Corporation ; 1,059 July 1939 64.405 _ 9,649 5 64,406 74.055 9,649 Pref. 534 134 1 Nil 

Salvador 2 ‘ 100 19.8.39 7,481 ¢7,119 8 75,464 493.993 — 418,529 Pr. Li. Db 23 20 19l,_ Nil 

San Paulo 153} 20.8.39 25,725 6,851 33 1,043,554 1,087,607 — 44,053 Ord. Stk 64 28 21lp 9546 

Taltal ‘ 160 July 1939 1,555 ~ 1,955 5 1,555 3.510) — 1,955 Ord. Sh. 1316 i- 1p 10 

United of Havana ‘ 1,353 26.8.39 16,575 — 152 YW 129,731 136,054 — 6,323 Ord. Stk. 35g lp 34 Nil 

Uruguay Northern .. ’ 73 July 1939 800 _ 108 4 800 908 108 Deb. Stk. 2 1 2 Nil 
« (Canadian National .. 23,698 21.8.39 714,944 + 40,866 33 | 22,744,449 21,357,058 + 1,387,391 — — ii — 

2 { Canadian Northern - -- - -- — 4p.. Perp. Dbs.| 72 60 641g 
- | Grand Trunk - - 4p.c.Gar. 104 90 89 } 
) | Canadian Pacific 17,171 3,800 33 16,268,000 16,001,600 266,400 Ord. Stk. 8716 414 333 il 

( Assam Bengal 1,329 + 151 | 19 508,646 + 18,358 | Ord. Stk. 811g 70 671g 4716 

Barsi Light .. ¥s 202 7 19 45,952 _ 11,400 | Ord. Sh. 6012 5414 501g = 5 1546 
re Bengal & North Western 2,112 _ 6,287 19 968,870 — 99,865 Ord. Stk. 311 278 250 7516 
«7 | Bengal Dooars & Extension 161 -- 292 | 19 41,091 — 7,368 ee 89 83 9019 7316 
3 < Bengal-Nagpur i 3,267 + 32,676 19 2,803,058 + 268,072 95lo 90 87 lo 4%6 
£ | Bombay, Baroda&Cl.India 2,986 4,200 20 3,297,975 - 60,900 ‘ 112736 | 95 19219 57g 

Madras &Southern Mahratta 2,967 4- 8,306 19 2,192,577 + 100,347 108 97 9819 758 

Rohilkund & Kumaon 546 _ 19 197,101 217,481 _ 20,380 308 285 255 7116 

South Indian 2,5313 18 1,416,199 1,402,506 13,693 104 101 9419 5516 

( Beira.. - 204 June 1939 = 40 719,357 — — _— —_ — — _ 

Egyptian Delta 623 31.7.39 + 18 61,673 60,516 + 1,157 Prf. Sh. 18 5/6 lg | Nil 
* | Kenya & Uganda 1,625 May 1939 — 21 1,220,870 1,309.332 - 88,462 —- —- —- = _— 
© | Manila a re ~ —_ — — —_ - —- _ B. Deb. 49 41 43 8" 
- Midland of W. Australia 277 June 1939 11,544 — 4,418 52 177,307 180,121 — 2,814 | Inc. Deb. 9334 89 89 41o 
> | Nigerian 1,990 15.7.39 23,621 ~_ 9,602 16 424,516 480,989 | — 56,473 _— _ _— _ 

Rhodesia 2,442} | June 1939 365.928 — 40 3,246,158 _— — — — — — |— 

} South Africa 13,284 19.8.39 658,940 4 >1 13 22 12,309,656 | + 747 066 — — =— —s — 

i Victoria 4,774 May 1939 800,924 _ 54,892 48 8,666,883 9,084,032 — 417,149 — _— _— — _ 


NOTE. 


t Receipts are calculated @ Is. 6d. to the rupee 


Yields are based on the approximate current prices and are within a fraction of lyg 


The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchangé 


has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value 








